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Consultation of Transportation Men 
_ Needed in City Planning 


TRAFFIC conference was held in New York on 
May 20 under the auspices of the Committee on a 
Regional Plan for New York and Environs. Besides 
traffic discussion, progress reports were made on the 
various investigations of the committee, which is being 
financed by the Russell Sage Foundation to the extent 
of $100,000 a year for five years. 

The existence of a non-partisan body of this character 
to study the physical needs of the communities in the 
metropolitan area, not in terms of any one municipality 
but in terms of the whole region, certainly is an excel- 
lent thing. With the efforts of the committee to secure 
the adoption of wise zoning laws and a limit to the 
height of buildings nearly everyone will be in full 
accord. And with the specification of the general pur- 
poses of the committee there can be nothing but praise 
on the part of the public or of transportation men. 

Some of the methods advocated at this conference for 

attacking the traffic problem, however, do not inspire 
much confidence in the outcome of the committee’s work 
with respect to this phase of regional planning. While 
the conference seemed primarily to be directed toward 
emphasizing the fact that the traffic situation is acute, 
if that needed to be told, the principal remedial meas- 
ures suggested showed a disappointing lack of knowl- 
edge of the problems of mass transportation. They 
comprehended only the means to facilitate vehicular 
traffic. 
Several speakers proposed the removal of all surface 
and elevated railways from the streets of Manhattan. 
Such a step would relieve vehicular congestion to a 
certain extent to be sure, but what would happen to the 
people who have to use the street railways and the 
elevated? If they rode in buses the congestion would 
be greater rather than less. It is easy to say, “put 
the tracks underground,” but who would pay the 
fabulous cost? ; 

According to the report of the consulting engineer 
of the committee, the removal of surface lines on 
Second, Lexington, Seventh and Ninth Avenues, the 
replacement of the Third and Sixth Avenue elevated 
lines with subways, and the widening of the roadways 
of Lexington, Park and Madison Avenues would in- 
‘crease the capacity of north and south avenues 67 per 
cent. The same report states that if no parking were 
permitted on any north and south avenue on Manhattan 
the resulting gain in traffic capacity would be 50 per 
cent. In other words, nearly as much relief could be 
afforded by parking restrictions at no cost as would be 
accomplished by building miles of subway at enormous 
expense. 

If any solution of the traffic problem is to be expected 
in New York or any other city, the co-operation of trans- 
portation men is needed. .They have been wrestling for 
vears with the problem of congestion and have a real 
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grasp of what is involved in effecting improvements. 
More good would result from conferences with these 
practical men than will be likely to come from idle talk 
of making New York “a modern Venice” with the 
arteries of traffic filled with gleaming motor cars instead 
of water and gondolas, the railways all underground 
and pedestrians wandering through artistic second 
story arcades and over graceful bridges spanning the 
streets. 


Keeping Riders “Sold” 
After Delays 


HE merchandising methods used on many railway 

properties for selling rides to the people of the 
community could to advantage be carried a step farther 
to cover specific cases where riders need to be resold 
on the transportation company after an interruption to 
service. It would be helpful in such-cases to inform 
the riders as to the cause of the delay and perhaps 
the work done in clearing the trouble. There is noth- 
ing to suppress, for delays will occur. The public 
knows that anything mechanical is subject to failure, 
and that things beyond the control of the railway often 
interfere with the movement of the cars. But with 
knowledge of the cause, there would exist a much more 
tolerant attitude. 

One step in doing this is to have the trainmen inform 
passengers as to the nature of the trouble and how 
long the cars are likely to be tied up. For the benefit 
of patrons waiting for cars, it might be possible often 
to have the route traversed by an automobile and in- 
form those waiting of the probable extent of the delay. 
This would enable those in a hurry to save time by 
promptly seeking parallel routes or other means of 
transportation. Next day the cars on that route could 
be provided with posters or handbills explaining the 
cause of the delay. 

This latter method has been used by some of the 
suburban railroads operating into New York City. Pas- 
sengers on one road were recently told the reason for 
an hour’s delay one morning and also the method 
employed, that of rerouting the trains, to get the pas- 
sengers to their destination. In this instance the re- 
routing, while done promptly, proved of no avail because 
the rerouted trains met with another delay. These 
difficulties were explained in handbills placed in every 
seat on all trains operating over the delayed division in 
the evening rush hours that day. 

There is little doubt that the passengers of the delayed 
trains, although greatly inconvenienced during the inci- 
dent, were somewhat appeased by the explanation given 
by the railway company, as it showed that an earnest 
and prompt attempt had been made to keep the trains 
moving. 

Transportation must be sold again and again. 
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pecially is this true after a delay. Whatever is done 
then to appease waiting patrons tends to keep them 
sold on the impression that the management is awake 
and responsive to the need for continuous service, that 
it is quick to handle emergency situations—in general, 
that the management is ‘“‘on the job.” 


Distributed vs. Concentrated Terminals 
for Suburban Traffic 


F THE plan for caring for suburban traffic in the 

New York Metropolitan district, proposed by Mr. 
Turner and outlined in the issue of this paper for May 
10, were financially possible of execution, it would be 
the largest example of the distributed terminal plan 
for this kind of travel. From the standpoint that the 
plan contemplates distributed terminals rather than a 
concentrated terminal, the principle embodied in Mr. 
Turner’s proposal is a sound one. The commuter does 
not need the elaborate waiting and baggage accom- 
modations provided in the monumental stations which 
many of the steam railroads have thought it necessary 
in the past to erect. While he wants to travel between 
his home and his place of business comfortably, he wants 
to do so in the shortest space of time, and this he 
can best do by trains which, at least during the rush 
hours, will operate as rapid transit trains in the city 
and as suburban expresses in the country. 

In one respect the time is favorable in New York 
for such an installation. The passenger capacities of 
the Pennsylvania-Long Island terminal and of the Grand 
Central station are already in sight. To increase their 
accommodations for passengers would be enormously 
expensive, but if done it would neither relieve the com- 
muter situation on any of the lines on the west, except 
the Pennsylvania, nor help in the distribution of any 
of the commuting passengers in New York after their 
arrival. 

New York needs more subways. There is no question 
about that. According to Mr. Turner, at a cost only 
about 50 per cent more than that for doubling the capac- 
ities of the Pennsylvania and Grand Central stations, 
his plan would relieve the pressure on those stations for 
through passengers for many years to come, the con- 
gestion at the terminals of all the trunk lines bringing 
commuters to New York would be removed and the city 
would have 613 miles of added rapid transit line. 

In principle the plan proposed by Mr. Turner is not 
greatly different from that now being followed on a 
much smaller scale in London, where a number of trunk 
lines operate their suburban trains through the Metro- 
politan and Metropolitan District subways. Another 
precedent is the use of. the Chicago elevated railway by 
the North Shore Line and the Chicago, Aurora & Elgin 
trains. Still another precedent is that in New York. 

Up to 1898 all of the lines in Brooklyn carried their 
passengers only to the East River. Then a transfer 
had to be made to some other agency, either ferry or 
the cable railway on the Brooklyn Bridge for transit to 
Manhattan. This corresponds to the present situation 
in New Jersey for all the lines except the Pennsylvania. 
The next step in Brooklyn was to run through trains 
from Brooklyn over the Brooklyn Bridge but to dis- 
charge these passengers at one point, i.e., at the end of 
the bridge. 
Island, New York Central and New Haven roads now 
do in their two stations. The final step in the Brooklyn 


This is what the Pennsylvania, Long 


case was to run through trains from Brooklyn distribut- 
ing their passengers throughout the business district of 
Manhattan. Looking back ‘at the Brooklyn situation, 
one can easily realize that the final solution was the 
proper one. It is this same answer which is now pro- 
posed for the larger commuter problem now confronting 
New York. 

As explained editorially in these columns two weeks 
ago, many matters still remain to be determined. One 
of the most serious is the division of the enormous 
expense involved. Another is the choice of routes with- 
in the city and to some extent without the city. The 
plan was put forward avowedly to start discussion and 
it should receive earnest consideration. } 


Seeking Patronage of Auto Owner 
Is of Questionable Profit 


ONSIDERABLE attention has been paid recently 

to methods of inducing the business man to leave 
his automobile at home and use the trolley. Such ~ 
business may be profitable to the company, provided | ; 
no additional cars have to be operated on his account. | 
But there is a limit to the amount of business that can 
be added at the peak hours without involving increased 
expense. | 

If the schedules are efficient, the cars will be loaded 
in the rush hours up to the standard, whatever that 
may be in any community. At these peak periods trans- 
portation is furnished at the greatest cost. It is a 
famous myth that “the straphangers pay the dividends.” 
As a matter of fact, these same straphangers are 
usually the most expensive patrons of the road. The © 
entire system has to be designed with sufficient capacity 
to carry the maximum load that presents itself. This 
means cars, power, tracks and operators have to be — 
sufficient in size and number to carry about half the 
total business of the day in some three or four hours 
out of eighteen or more that the cars are in service.: 
Even with standards of loading calling for perhaps 
two passengers to every seat in the rush, the average 
city system operates two to three times as many cars 
then as in the non-rush hours. 

It is easy to see that here is a large investment used 
just for a small period. Fixed charges on it are likely 
to be a large part of the total cost. Furthermore, 
extra men are needed whose working’ conditions ar 
decidedly poorer the greater the relative number of 
rush hour cars, and the proportion of time paid for | 
but not worked increases. 

While this seems to be discouraging to the company 
that is making an effort to enlist the automobile owner — 
as a patron, there is a silver lining to the cloud. The 
absence of parked vehicles on the car line streets and 
less vehicles moving on the tracks or holding up the 
cars at the intersections make it possible to maintain 
higher schedule speeds. And winning the patron for 
the rush hour may likewise produce many profitable 
non-rush rides, for it is only in the larger cities that 
the mid-day schedules are determined by the loading, — 
and usually there is plenty of room in the cars. The | 
-best type of patron to try to induce to ride the trolley — 
rather than the private automobile is the hous 
shopper. Her patronage is distinctly an addition 
the non-rush riding and therefore clearly profitabl 
even though it should require more cars, becau 
cars are available. 


{ 


1 


May 24, 1924 


ELECTRIC RATEWAY JOURNAL 


801 


——————— 


The Toronto Car Repair Shop, in the Background, Is the Largest Building in the Group, Covering 4 Acres. 


In the Foreground Are 


the Way Department’s Yard Office, Frog Shop and Blacksmith Shop 


Toronto’s New Shop and Material Yard 


Provision Is Made for Car Repair Work, Material Storage for the Way Department and General Stores 
for the Railway—Eight Permanent Buildings Have Been Constructed on a 22-Acre Plot, 
; with Trolley and Steam Railroad Track Connections—Entire Group of 
Buildings Is Heated by Central Steam Plant 


HE new Hillcrest shops of the Toronto Trans- 
portation Commission were recently put in com- 
mission after a construction period lasting over 
a year. Provision is made primarily for the repair 
work on rolling stock. Space is also allotted to the 
maintenance of way department for a material storage 
and track layout yard. In addition, there is on the 
property a garage for the emergency wagons and a 
stores building containing general stores for the rail- 
way and also for the Toronto Hydro-Electric Commis- 
sion, which distributes electrical energy locally in 
the city. 

The property is located on the west side of Bathurst 
Street, between Davenport Road on the north and the 
main line of the Canadian Pacific Railway on the south. 
It is about 930 ft. wide, the depth varying from some 
890 ft. at the east side to 1,110 ft. at the west side. 
The total area included is 22.24 acres. 

_ The property is served directly by a siding from the 
steam railroad. The gage 
of the Toronto tracks is, 
. the odd figure of 
t ft. 10 in., making it 
very difficult to provide 
track facilities. Ac- 
ingly, the two sets of 
s have been kept sep- 
as far as possible, 
re being only a few 
es of gauntlet track 
e it was necessary te 
both services. 
told there are eight 
rate permanent struc- 
on the property, as 
WS: 


Track Materials Are Stored at the South End of the Material Yard 
-and Are Loaded by Barber-Greene Loaders 


Main shop building, one story, 467 ft. x 452 ft. 

Administration office building, two stories, 82 ft. x 
51 ft. 

Stores building, four stories, 299 ft. x 115 ft. 

Garage for emergency trucks, one story, 140 ft. x 
538 ft. 

Cement building, two stories, 113 ft. x 63 ft. 

Frog shop, one story (office two stories), 85 ft. x 
40 ft. 

Building maintenance shop, one story, 114 ft. x 40 ft. 

Boiler house, one story, 87 ft. x 45 ft. 

There are also several temporary buildings for vari- 
ous purposes. 

In general, the permanent buildings have structural 
steel frames, concrete foundations, and floors, brick 
walls, steel sash and pre-cast gypsum roofs. 

Detailed consideration of the shop building will be 
given in a separate article to appear in a later issue, so 
that it will not be described here. 

The offices for the roll- 
ing stock department are 
located in the administra- 
tion building, the entire 
second floor being assigned 
to the superintendent of 
equipment and his staff. 
On the first floor quarters 
are provided for the em- 
ployment department and 
the medical staff. 

The general stores build- 
ing is at the southeast 
corner of the site, fronting 
on Bathurst Street. It is 
of reinforced concrete flat 
slab construction, 306 ft. 
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long x 117 ft. wide, with a two-story extension at the 
west side to accommodate a shipping bay. At present the 
basement and three stories are being constructed, but 
the columns and reinforcing are designed for the addi- 
tion of four more stories if needed. The exposed street 
front on Bathhurst Street and the north and south ele- 
vations have a Queenston limestone base and an arti- 
ficial stone facing up to the top of the first-story win- 
dows. Panels between the windows and the upper floor 
in these elevations are artificial stone of an ornamental 
character. The remainder of the facing is of brick. 
Provision has been made in the basement and the 


ground floor for the direct entry of motor trucks, and a 
railroad siding is also provided on the shipping side 
of the ground floor. 

Arrangements have been made so that the entrances 
for the two departments are separate, the Transporta- 
tion Commission having a doorway at the north, directly 
opposite the office building, while the Hydro-Electric 
Commission has an entrance at the southeast corner 
on Bathhurst Street. i 

In this building will be carried all general stores for 
the street railway system. Steel bins will be installed 
for the smaller materials, and the arrangement will be 
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The Heating Is Done by Four 300-Hp. Boilers with Underfeed Stokers, as Shown at the Left. The Mechanical Equipment Room in 
° the Stores Building, Shown at the Right, Is at the Terminus of the Heating Tunnel 


such as to facilitate the issue of and accounting for 
supplies. 

On the third floor space has been reserved for a 
suite of instruction rooms for trainmen. It is planned 
to install working models of portions of the railway 
equipment so that the students can get training in 
actual operation. 

Two automatic push-button freight elevators with 
micrometer control are installed in the center of the 
building, and provision has been made in the framing 
for two additional elevators in case the height of the 
building is increased. : 

Immediately west of the administration building is 
a garage in which are housed the emergency trucks 
and equipment belonging to the way and line depart- 
ments. Space also is allotted for the inspection and 
repair of this equipment and for gasoline and oil 
service. ‘ 

_ The entire group of buildings is heated from a central 
boiler plant located west of the car shops. Four 300-hp. 
boilers with underfeed stokers supply steam at 100 Ib. 

pressure. The steam and electric driven blowers, pumps 
and compressed air plant also are located in the boiler 


house. The steam is distributed through a tunnel sys- 
tem running directly east from the boiler house and 
through the car shops, passing just south of the trans- 
fer table, between it and the track pits. In this way 
the tunnel is practically open for a considerable portion 
of its length, so that inspection is facilitated. Passing 
out of the shops, the tunnel goes under the administra- 
tion building and across the roadway to the stores 
building. The tunnels also provide for all other service 
piping and electric wiring. 

Just north of the boiler house there is a complete 
coal and ash handling plant. Coal is stored in two 
concrete storage bins, one for steam coal and the other 
holding anthracite for use in the Peter Smith car 
heaters. These bins are fed from a track hopper with 
an apron feeder and elevator conveyor. A _ flight 
conveyor connects the bins with the boiler house coal 
bunkers, allowing the coal to be fed directly into them. . 
Special ash handling equipment facilitates the removal 
of the ashes from the boiler room to Differential motor 
dump cars. 

Fire protection is provided by means of an automatic 
sprinkler system throughout the buildings and a sys- 


The Engine Room in the Heating Plant Contains the Pumps and Blowers 
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The Rail Bending Machine, Installed in the Layout Yard, Will Bend the Heaviest Rails Used in Toronto to Any Radius 


tem of fire hydrants in the yard. This system normally 
is fed direct from the city water system. To provide 
an auxiliary supply and insure ample protection in case 
of failure of the city supply a tank of 100,000-gal. 
capacity has been erected at the northwest corner, 
which is the highest point on the property. This is 
filled by the city pressure, but is arranged with an 
automatic cut-off valve, which closes immediately if the 
city pressure fails, preventing the water from feeding 
back into the city mains. It is estimated that the 
capacity of the tank is sufficient to control a fire for 
two hours. 

Outside the shop sufficient room has been reserved 
to provide storage space for cars awaiting repair and 
those ready for service. Test tracks are included so 
that the completed cars may be given a thorough try- 
out under operating conditions before-being given final 
approval. 

Paved roadways are installed wherever necessary so 
that trucks or teams can reach practically any point 
in the yards. In this way three methods are available 
for handling material—steam train, electric cars and 
trucks. In general these paved roadways follow the 
lines of the tracks, although the tracks are principally 
of open construction and are not paved. 

When the property was purchased it was sloping, 
being on the side of a hill. The north end was some 
30 ft. higher than the south end. It was necessary to 
do a great deal of excavation and grading to make it 
suitable for the shops and yard. A datum was estab- 
lished about midway, opposite the Bathurst Street 
entrance, and the grading was done to that level. In 
that way almost enough material was excavated to 
nearly fill in the material yard to the same level as the 
shop section, although there is still a slight grade. 

Materials for track construction are stored at the 
south end of the yard in convenient piles of pit run 
gravel, sand, trap rock, crushed gravel, screenings 
for tamping and crusher run. These piles are so 
arranged that they are reached on the south side 
directly by the steam railroad cars and on the north 
by the commission’s cars. This makes it-possible to 


load and unload material at the same time without 
interference. 


The cement building is used-for the storage of 
The basement beneath is 


cement, dry sand and salt. 
devoted to a sand drying plant, in which all the sand 
needed for the cars is prepared. Immediately adjoin- 


ing this building is a shed used for sand- blasting ears 
or other apparatus. 


The frog shop is used for the repair of special 
work, or for the construction of any small piece of 
special trackwork that has to be made for emergency. 
Adjoining this shop is a layout floor in which any 
piece of trackwork can be set up and fitted preparatory 
to installation, insuring that all the parts are correctly 
made and there will be no delay due to fitting parts. 

To the south of the layout floor is a rail bender, 
which is shown in an accompanying illustration. This 
bender is of heavy construction and is capable of han- 
dling the heaviest girder rails in use. By using special 
rolls for each section it is possible to bend the rail 
without distorting it, so that curves of any radius can 
be laid out accurately. 

In the equipment shed are housed all the pieces of 
construction machinery that are liable to injury from 
the weather, except some of the heavier cranes. This 
makes it possible for a repair crew to work on them 
during the winter and place them in good condition 
for the coming season. It also makes it possible to 
retain the better mechanics, as they can be given 
employment the year around. ’ 

Ties are stored in piles near the center of the mate- 
rial yard. There is a gauntlet track on either side 
of the tie storage, so that access is convenient. Special 
ties are stored separately, so that they will not be 
mixed up with the others. A similar storage space is 
allotted to granite paving sets, which are standard with 
the commission. 

Loading of sand, gravel and uae materials is dong 
by means of Barber-Greene loaders, which are used 
largely in connection with track construction and at 
various points about the yard. Z 

The cost per cubic foot of the general repair shops 
and the boiler house was 14 cents and of the general 
stores building 22% cents. 

The work of planning the buildings was done under 
the general supervision of H. H..Couzens, former gen- 
eral manager, and D. W. Harvey, formerly his assistant 
and now general manager. The design was done under 
the direction of W. E. P. Duncan, engineer of struc- 
tures. James H. Lowry was resident engineer in charge 
of building construction. 

The shop layouts were planned by W. R. McRae, 
superintendent of rolling stock. Charles A. Remelius of 
New York was special consultant on problems of shop 
design and equipment. The layout of the way de 
eee buildings and the storage yard was supervised 

. T. Spencer, assistant to the e. genierat manager a 
way engineer. 
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Automatic Passimeter Station 


No Operator or Change Attendant Is On Duty During 
Off-Peak Periods—Iron Fences and Gates Direct 
Traffic—Additional Turnstiles Used in Rush 


. . LARGE number of the elevated stations of the 
“\ New York Rapid Transit Corporation have en- 


trance and exit facilities at either end. At some of. 


these stations in sparsely settled communities it fre- 
quently happens that one end of the station is little 
‘used during off-peak periods, so that an attendant 
placed there to collect fares has little to do. To pro- 
-yide an automatic means of collecting fares at such 
points during non-rush hours the company has installed 


-a number of automatic passimeter stations of a type 


shown in an accompanying illustration. 

These stations are fenced off by iron fences and 
pantograph gates, so as to provide three passageways. 
In the accompanying illustration, the passageway to the 

extreme right, which is shown closed by a pantograph 
gate, is used during rush-hour periods, and an operator 
is stationed in the fare booth. This passageway is 
provided with a turnstile, which is released by the 
operator as each fare is paid, this operation registering 
the fare. The center passageway of the automatic 
station is used for entrance to the automatic passim- 
eter. An iron fence is provided on either side which 


reaches from the floor to a support at the ceiling, 


; so that it is impossible for any one to climb over or 
‘under this during the period when an operator is nut 
on duty. An automatic fare box arranged to receive 


_nickels only is placed in the iron fence at the right of- 


immediately in front of the 
The construction of this fare box and the 


this passageway and 
passimeter. 


mechanism for releasing the passimeter and locking it 


Arrangement of Automatic Passimeter Station 


a. 


- 


is of the same type as was described in the ELECTRIC 


RAILWAY JOURNAL for Jan. 20, 1923, page 127. 

_ The construction of the turnstile, however, is quite 
different from the one previously described, which has 
four wooden arms only. In the new design the turn- 
‘stile is entirely inclosed to a height of about 5 ft., and 
from this point up to the ceiling it is closed with an 
open iron framework. T'wo sheet steel quadrants par- 
tially surround the turnstile, making it similar to a 
"revolving door. Thus it is impossible for any one 
a 


Sheet Steel Drum and Entrance Passageway from Inside of Station 


to get through by climbing over or under the turn- 
stile, and the drum arrangement, which has but two 
passageways, is constructed so that but one person can 
pass through at a time. After depositing the fare in 
the slot of the fare box, so as to unlock the turnstile, — 
a slight push starts it rotating, after which a spring 
centering device provides for its return to proper posi- 
tion to receive the next passenger. 

The third passageway of the station is used for exit 
of passengers and is provided with a four-arm turn- 
stile, which has arms spaced vertically about 6 in. apart, 
and extends from the floor to the ceiling. The arms 
are of iron pipe construction and a ratcheting device 
on the turnstile prevents rotating except in the direc- 
tion for exit. Stationary barriers are provided so that 
it is impossible to enter through this turnstile. 

The entire construction of the automatic passimeter 
station is very strong. The iron fences are very sub- 
stantial, and particular pains have been taken to’ pro- 
vide a construction which will be entirely foolproof. 
Signs are provided at many locations to tell the pas- 
sengers just how to enter and manipulate the automatic 
mechanism. A conspicuous sign is also displayed at the 
foot of stairways to notify passengers when an atten- 
dant is on or off duty, and also to inform them to be 
provided with exact change for operation of the auto- 
matic passimeter. 

Another conspicuous sign at the top of the stairway 
is displayed only when the operator is on duty. During 
rush-hour periods a gate between the exit and center 
entrance passageways can be opened, so that exit pas- 
sengers are not required to pass through the turnstiles, 
and both the right-hand and center passageways can be 
used for entrance passengers. 
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Revolutionary Traffic 


Regulations in Philadelphia 


Parking Has Been Eliminated on Congested Streets 
and Safety Zones Established to Prevent Blocking 
of Standing Trolley Cars—AIl Vehicle 
Movements Facilitated 


HILADELPHIA is confronted with the problem of 

every day getting a million people into and out of 
a congested business district of less than 2 square miles 
in area. Considering the limited approaches from the 
west and the exceedingly narrow streets the problem is 
most acute. The increase in automobile traffic, which 
may be expected to continue, and the normal] increase in 
business and in population emphasize the seriousness 
of the situation. 

The new city administration realizes that the first 
step in any plan of improvement lies in using the exist- 
ing street space to its greatest capacity. To this end 
a traffic division in the police department was recently 


policed. If he gets on the car tracks a mounted office 
orders him off immediately. 

Abolishing parking on the left-hand side of these ong 
way streets has made it possible for automobiles ti 
move in a continuous stream on the left-hand side of th 
street cars instead of being forced to operate on thi 
car tracks as was previously the case. This has resultec 
in speeding up trolley service. The running time on : 
round trip through the congested area has been reduces 
from 40 minutes to approximately 33 minutes. 

Safety experts from the Bureau of Safety, New York 
who have visited Philadelphia say the establishment o: 
100-ft. safety zones at corners for street car passenger: 
will work wonders in accident prevention. One of thi 
large causes of accidents to street car passengers come: 
from automobiles rushing past cars which are being 
loaded or unloaded. 

These zones permit the loading of three street cars al 
a time without interruption. Heretofore, with auto. 


mobiles pulling past the cars as fast as one was loadec 
and pulled out, persons waiting in the street for othe 
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How the New Regulations Have Improved Conditions on Walnut Street. 
Below, Previous Arrangement 


created, under the leadership of General S. D. Butler, 
the director of public safety. How much can be done in 
obtaining proper use of the existing street capacity has 
been well illustrated by results from the revolutionary 
traffic regulations inaugurated on Chestnut and Walnut 
streets, running east and west through the entire 2-mile 
length of the business district. For a number of 
years these have been operated as one-way streets, 
but the number of parked automobiles and the in- 
discriminate use of the roadway have reduced its capac- 
ity, both for automotive vehicles and for street cars. 
Butler’s outstanding action has been to abolish auto- 
mobile traffic on street car tracks of these two streets. 
Maintaining that automobilists have no right to block 
street cars by getting in the way, Butler has closed 
the car track space to them for a distance of forty 
blocks in the center of the city and has placed mounted 
policemen on duty to enforce his orders. 
reserved a right-hand side space of 100 ft. back of each 
street crossing, where the street cars stop, for the ex- 
clusive use of street car passengers. When an auto- 
mobilist enters the restricted area, he finds it well 
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He also has : 


Above, Present Arrangement; 


cars were forced to retreat to the curb, or dodge auto- 
mobiles in the middle of the street. The effect of the 
new regulations can be seen from the diagram, which 
compares the present with former conditions. 

In addition to speeding up street cars and eliminating 
chances for accident General Butler has prohibited park- 
ing of automobiles on the two principal streets. Like- 
wise he has begun to enforce parking ordinances long 
since dead. 

Discussing the new plan, H. E. Ehlers, director of 
the department of city transit, said: “The consensus of 
opinion locally seems to be that the scheme has fully 
proved itself, particularly from the street railway view- 
point.” 

Director of Traffic G. W. Fritz is quoted as saying: 
“We are not trying to favor anybody or anything in 


- this traffic rearrangement, but we are trying to work 


out, in a manner that will be of benefit to everybody, 
our most pressing traffic problems. The new Chestnut- 
Walnut Street plan has already shown it is a good thing. 
I traveled from Twenty-third Street to Third Street in 
Chestnut yesterday in six minutes.” 
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Improved Methods Produce Results in 
Kansas City 


Three Years Operation Under Receivership Shows Outstanding Advance 
in Efficiency—Annual Deficit of $1,500,000 Turned to a Net of Over Half 
Million—Satisfactory Relations Established with Employees and Public 
—Continuous Operating Budget Gives Close Control of Expenditures 


To obtain an operating force of 1,800 to 2,000 trainmen 


a receivership in which the interests of the riding 

public are given first consideration and in which 
modern management methods have been applied 
throughout the organization has resulted in so material 
an improvement in service and efficiency that wide- 
spread public support and co-operation have been won. 
Heavy grades and severe service characterize Kansas 
City conditions, but the results accomplished during the 
three years of the receivership clearly refiect the effec- 
tiveness of the methods adopted to put this property 
back into sound operating condition. 

Since Sept. 9, 1920, when Col. Fred W. Fleming and 
former Senator Francis M. Wilson were named re- 
ceivers by Judge Kimbrough Stone of the United States 
Circuit Court, the work of rehabilitation has gone 
steadily forward. F.G. Buffe has been general manager 
and operating head of the property since the latter part 
of 1919, when it emerged from a disastrous strike as a 
result of which 2,500 of its 3,000 employees were perma- 
nently cut off the payrolls. Just prior to the receiver- 
ship, in the latter part of 1919 and the early part of 
1920, the entire departmental organization had been 
completely revamped both in structure and personnel. 


() sree of the Kansas City Railways under 


. 


more than 6,000 men were employed during that period, 
so heavy was the labor turnover. The transportation, 
shops, power house and distribution departments were 
completely overhauled and reorganized. The receivers 
approved this organization and the active work of re- 
habilitation went rapidly forward. 


IMPROVED EMPLOYEE RELATIONS 


Labor difficulties have been eliminated by building 
up an employee brotherhood and representation plan. 
These improved relations have made possible the carry- 
ing out of an active program for improving public 
relations, one of the most important factors being the 
attitude on the part of trainmen in their contact with 
the public. Accompanying this has come a constantly 
increasing efficiency of all of the operating forces 
throughout the various departments. During 1920 a 
slight modification of a Beeler plan of routing was 
put into effect, and this produced an immediate improve- 
ment in the service. Some of the steps taken and re- 
sults accomplished were described in the ELECTRIC 
RAILWAY JOURNAL of Sept. 24, 1921. 

Severe jitney competition was eliminated by the im- 
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Organization of the Kansas City Railways, Which Is Considered One of he Important Factors in the Record 
of Improvements Made 
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on DO 5 as TABLE I—INCOME STATEMENT COMPARSION YEARS ENDING 
rT Car, mile. : 
00 tg Was AUG. 31, 1923, AND AUG. 31, 1920 
a | 1923 1920 
2200000 | Total railway operating revenue............... 2. $10,428,293 $9,198,981 
2100000 Total railway operating expense.......:......... 7,726,866 8,333,915 
2000,000 | if Net revenue from railway opefation............. 2,701,426 865,066 
1900000 Net auxiliary. revenwera sere een nena 81,012 229,923 
100000 UI LI LI Lt Miscellaneous non-operating income 146,821 36,359 
r mM - Total income +.ccc aoe ee ae eae | i ete 
Fp. 2): eR gr ere Ne ee te ga 07, . 
Auto| Mi issued in\Kansas C/ty | o.7>~>+ 
SSO00T tere. Sta entail ttl oi Grogs income: fin. 457 eee $2,421,267 $539,388 
50000) K.C. Kansas and \stare \Viserses Interest and fixed charges....... 1,90 5 364 2,034,083 
45000\- not available | 1 SE : 2 = 
) Net Income: tc eine tn ee eee $515,902 $1,494,695* 
40000 HT + Increase in: Nets taro eee one ere $2,010,597 4 
35000 4-4 ala [ * Deficit. 
30000 t I sa) 14 Lit | 
TABLE II—OBLIGATIONS OF THE KANSAS CITY RAILWAYS AND 
60 REPS T RRC IEE THE RECEIVERS, THE CASH AND MATERIAL ACCOUNTS AND 
50 Caricolsans 4 ADDITIONS TO PROPERTY SINCE RECEIVERSHIP 
40 1 + t+ + Indebtedness of the Kansas City Railways at date of receivership, Sept. 9, 1920: 
L{ | hy | Notes payablesc. Anvthrs nee ee rene oe ,205,400 
30-74 | Vouchers payable, current accounts,.............. 747,859 
20H {| ee Payrolls. ...: 84:7 cataaeet en nee ne Mean ea avert acer 324,556 
| | alle Car trastinotes. j7cuche nut ei cee mn eee feed eee eM 317,507 
10 Real eee mortgages...... ok aeueae oe ge peer 
ol Miscellaneous accounts paya e Mead tires atte areme nes te 0, 
Twenty-third Street viaduct...................6. 143,930 
= Acorued taxes: :7 3. eecmler en, orks clare ae ee ee oes 837,467 
T] ] ] Wyandotte Gounty bridge.....0..0 425,000 
100 |_| Boarding and leaving car| Wifteenth Street sulowsyenuete tcre o emennnen eeeene 100,000 
80 | | |_| {| | Injury and damage certifieates................... 126,297 
| [| ifs 2,523 suits, amoumt sued for, ..1.J,..2.-..4.- 2, a see 186 
Judements. . 
- | Claimsin Federal court... 952 o4e $33,893,84 
Se a ,O427 
20 a | a Tihiednbes of the Kansas City Badly ays and receivers as of Sept. 30, 1923: 
LI] | $525,346 
ou Juderments onioldiiqases*mc acer in elena ene eens { 1,573,203 
= 189 cases pending against the Kansas City Railways, 
: [ | amount sued fons perce eee a eee ieee 2,357,289 
600 Vehicle collisfons Judgements on appeal...) \cemkw i oe oss Seer 197,032 
500 | ; | 405 cases pending against receivers, amount suedfor 4,345,904 
Claims pending in Federal court.. Ey Seah ON eS 935,046 
400-4 : Notes payable: <2. .jsrecusis ore pleatars echt eae nae een 2,205,400 
oan vencet and accounts payableos.. -24 enter oop Feces 
Payroll. 20. cca tock. le eee eee ae ere ea tae eee B 
200 RU anes Ca Bey Teer Bore DAE tas, os gp 
Fifteenth Street. subways dccsss = 0 satere ce wees denare 
loo = ae | “- = Acerued: taxes:y uke be cent Steven re ene eee 887,112 14,129,145 
2 2 fe Bo 2 OB a ella ee ae ee 
= 8 3.19 5s wea Hee & Soe nee Reduction in Rabilities durmag receivership sista annie Tanner 
}<---5- 1920-=> 4 =---- 192]--—- Gam 122 aie ee 1923-- 


Trend of Accidents in Comparison with Car-Miles Operated and 
Number of Automobiles Licensed in Kansas City, Mo. 


Vehicle collisions have been slightly reduced despite the big 
increase in number of automobiles, and car collisions and board- 
ing and alighting accidents have decreased substantially. 


provements in service and the consequent improved 
attitude of the public. This resulted in a steady growth 
in earnings, even though the number of private auto- 
mobiles registered continued to increase rapidly: As 
an illustration of the increase in automobiles, registra- 
tions in Kansas City, Mo., and Kansas City, Kan., on 
Jan. 1, 1923, showed 64,300 cars, whereas on Jan. 1, 
1924, this number was 83,600. 

One factor, which in itself has been a great help in 
building up the property, is that the receivership has 
eliminated certain overhead and administration charges 
and saved approximately $100,000 per year. Further- 
more, a wise investment of receivership funds has 


earned more than $235,000 in interest during the period 
of the receivership. 


INCOME INCREASED 


Table I shows a comparison of income statements 
for the year ended Aug. 31, 1920, just prior to the 
receivership, with the year ended Aug. 31, 1923, under 
the receivership. The results-accomplished are reflected 
by an increase in railway operating revenue from 
$9,198,981 to $10,428, 293, which is accompanied by 
a decrease in operating expenses from $8,333,915 to 
$7,726,866. The former is attributable to improved pub- 
lic relations, better routing and the elimination of 
jitneys, while the latter is a direct result of increased 
efficiency in the operating departments. The statement 


Cash and material account as of Sept. 9, 1920: 


Accounts recetvable inch fabmuscn ceteris ble enema 500,475 
Cash assets a 05) 8c kan eee tone eee nae 252,021 
Materials... X.nid Coe oC ee 2 eae eee 833,426 
os 1,585,922 
Cash and materials as of BEDE: oF jie 
Accounts receivable...... eee, SNe oc 382,394 
Cash and securities............; PIEy acheathsn een 4,227,383 
Moarterisakas c.f Shas cence so ae eae ecard 848,364 
5,458,141 
Gain in cash assets during receivership... =. -s-- «4 a0. ee 3,872,219 
Capital additions by receivers............... BOPP as Cee sitcom cu 1,893,361 
Increase in cash assets and property account under receivers...... $5,765,581 


TABLE III—AMOUNTS EXPENDED BY RECEIVERS FOR ADDITIONS 
AND BETTERMENTS, INCLUDING EQUIPMENT, FROM DATE 


OF RECEIVERSHIP, SEPT. 9, 1920, TO AUG. 31, 1923 
Balance due on purchase of 95 safety cars............- $304,371.67 
Purchase of 20 cars (double truck)...:................ 275,348.79 
Purchase of 3 differential work cars. that: JA ae 28,710.69 
Replacing 50 old type COMIPNESSOLSe aerials aha = eet ae 15,477.17 
Replacing destination signs and curtains on cars. 19,577.11 
Rebuilding cars 1105, 1116 and 1121..... 25,643.28 
Converting cars 1201 to 1211 to multiple-unit type.. nad 33,915.31 
Installation of folding doors and steps on 110 cars.......,..... 30,247.05 
Replacing motors on 1500 type cars.. 22 O10 ae eee 18,317.43 
Replacing motors at Tenth and Lister shops. ax Ot SOR ene 17,964.73 
Sprinkler system at Tenth and Lister shops.................-. 8,924.80 
Cost of Twenty-third Street viaduct since receivership......... 257,257.49 
Reconstruction of tracks on Highth Street, McGee to Troost... . 29,169. 36 
Construction of loop at Twelfth and Jackson: !sc..ce ae ee 27,890.63 
Replacement of rail on Broadway, Fifth to Eleventh. . 6,784.28 
Rebuilding track on Grand, Twelfth to Fifteenth. . 29,559.22 
Rebuilding track on Thirty: -first, Troost to Woodland. . Hey 48,406.97 
Rebuilding track on Hight’ Broadway to Wyandotte.......... 15,296.97 
Rebuilding track on Hemming and Kansas City Avenue....... 4,482.23 
Track special work and O.H.B. Forty-eighth and Harrison..... . 16,705.82 
Track special work and O.H.B. Ninth and Brighton........... 38,830.66 
Improvements in Armour Hills addition...................... 12,952.31 
Replacing rail on Dodson Line, Seventy-first to MP. ofoRenes 8,520.06 
Rebuilding track on Lexington, Garfield to Montgall.. 20,816.37 
Replacing rail on Walnut, Eighth to Twelfth. . 16,513.14 
Rebuilding track on Twenty-fourth, S. W. Boulevard to Terrace 12,430.50 
Curves and change of eee: Forty-eighth and Prospect..... ies 13,761. 87 
Changing feeders and O.H.B. James and Central to State Line.. 8,231.92 
Installation of extension to chain grate stokers at power house. . 20,493. 43 
Installation of ash car system at power house................. 18,740.18 
‘Installation of skip hoist for ashes at power house............. 24,695.90 
Installation of turbine at power house...............2..-.-... 4,737. 86 
‘ Building addition to trainmen’s building, Forty-eighth and 

Harrison. (5.33: sa seutesne oe RO Rite neo ee ae eee 31,232.90 
Miscellaneous items of additions and improvements of es than 

$10,000 each... «as. sgaue an he on is avi ee ae ee 447,353.49 


$1,893,361. 59 
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TABLE IV—COMPARATIVE STATEMENT OF ACTUAL INCOME AND 
fee Nnes FOR YEAR 1923 AS COMPARED WITH BUDGET 
ESTIMATE AND ACTUAL FOR YEAR 1922. 


Actual Budget Actual 
1922 1923 1923 
Passengerrevenue.......... $10,213,928.12 $10,320,000.00 $10,139,878.91 
Freight and other transporta- 
me tionrevenue.........,..; 68,191.03 77,500.00 67,521.72 
Revenue other than trans- d 
BRSTUATION rrp ss oiece ese iat 122,625.71 122,000.00 97,008. 21 


Total railway operating 
Gt Oe 
Maintenance and operation: 


$10,404,744.86 $10,519,500.00 $10,304,408. 84 


Way and structures ...... 768,964.58 840,000.00 867,675.24 
Eguipment...... ra Sia ea 1,053,751. 29 955,498.00 934,623.60 
Power. . 1,323,891. 86 1,175,586 .00 1,144,753.93 
Conducting transportation 3,551,130.61 3,557,026. 73 3,554,353 .04 
0 10,090. 36 9/200.00 264.12 
General and miscellaneous 637,907.16 635, 227.91 607,379.92 
Injuries and damages...... 720, 000.00 720, ‘000.00 


720,000.00 


Total railway operating 
expenses... 
Net revenue from rail- 


$7,837,049. 85 


$8,065,735.86 $7,892,539. 32 


way operation........ 2,339,009 .00 2,626,960. 68 2,467,358.99 

Net auxiliary revenue. . 111,702.35 86,500.00 85,263.80 
Miscellaneous non-operating 

MURR ee Soe Say tes 113,407.99 152,000.00 173,997. 46 

- Totalincome........... $2,564,119.34  $2,865,460.68 $2,726,620. 25 

oi ES Ee ae ar eee 533,593.57 516,000.00 474,378.01 

Gross income. . -.+.  $2,030,525.77 $2,349,460. 68 $2,252,242. 24 

Deductions from income..... 1,909,030.74 1,905,650.00 1,900,126. 43 

Wetsimeome... 6.5.65. $121,495.03 $443,810.68 $352,115.81 


shows a net income of $515,902 for the year 1923, as 
compared with a deficit of $1,494,695 for the year 1920. 

Table Il shows what has been accomplished in reduc- 
ing the outstanding obligations, in building up cash 
assets, materials and property accounts since the re- 
eeivership. Comparing the obligations on Sept. 9, 1920, 
the date of the receivership, with those of Sept. 30, 1923, 
shows a reduction of $19,764,697 for the period. During 
the same time the sum of accounts receivable, cash 
assets and materials on hand has been increased by 
$3,872,219. In addition, capital additions and improve- 
ments amounting to $1,893,361 have been made. The 
principal items included in these addi:ions and better- 


ments are listed in Table III, which, as will be noted, 
includes the purchase of 20 new double-truck cars that 
were described in the ELECTRIC RAILWAY JOURNAL for 
March 10, 1928, with operating features, Dec. 8, 1923. 


CONTINUOUS OPERATING BUDGET HELPFUL 


Since 1919 each department has been operated under 
a continuous budget plan. These departmental budgets 
are made up by detailed accounts and are prepared six 
months in advance of the requirements. The individual 
departmental budgets are compiled by the department 
heads and their assistants and are then co-ordinated in 
the auditing department. At general staff meetings the 
necessary revisions and corrections are made and the 
budgets are then approved. 

Each department head is furnished monthly a state- 
ment showing expenditures for the month by accounts, 
together with the budget allowances. The expenditures 
for the corresponding month of the previous year, to- 
gether with the total expenditure by accounts prepared 
cumulatively for the current fiscal year to date at each 
monthly report, are also included. 

A typical illustration of the results accomplished by 
this plan is given in Table IV. This shows the com- 
bined budgets for operating income and expense for the 
year 1923, which gave an estimated net income for that 
year of $443,810.68, in comparison with an actual net 
income of $352,115.81. Table V is a sample of the 
monthly reports furnished the heads of departments to 
show comparisons between detailed budget estimates 
and actual expenditures. This’ statement shows the 
report for November, 1923, for the transportation de- 
partment, and it will be noted that the estimated ex- 
penditures from Jan. 1 to Nov. 30 for that year were 
$3,257,287.13, whereas the actual expenditures were 
within $4,824 of this amount. The care with which 


——— 


TABLE V—COMPARISON OF BUDGET ALLOWANCES AND ACTUAL EXPENDITURES FOR CONDUCTING TRANSPORTATION 


Actual, Budget, Actual, Actual, Budget, Actual 
November, November, November, Jan. | to Jan. | to Jan. | to 
Account Item 1922 1923 1923 Nov. 30, 1922 Nov. 30, 1923 Nov. 30, 1923 
63 Superintendent of transportation. . ve. $28,346.29 $29,500.00 $28,317.05 $330,212.23 $325,755.95 $316,692.03 
63B Superintendent Transportation Board of Control..... .....-...2. 00 ven eves eee Pte ene ie Pie en ee, Sune 
64 Passengers, conductors, motormen and trainmen 219,603.72 218,900.00 218,646.49 2,453,134.18 2,466,790.00 2,482,697.12 
641 Rta aeRe Tab Ect iaisicie ocdiojden a ae ordiw wiacctcysiereviers 5 1,259.30 1,200.00 2,058.55 12,710.13 2,516.00 7,293.58 
642 BURERAMEM A SUATADLCE. cee cece aye as ne sinless a ee ware 289.67 441.00 157.11 5,132.90 5,177.10 3,531.82 
65 Freight and express conductors, motormenandtrainmen 808. 63 746.00 1,136.15 7,883.53 8,388.40 9,649.26 
Miscellaneous car service employees. , 5,339.39 4,275.00 4,115.72 45,331.43 47,880.00 50,417.14 
6711 Batteries for electric bells, buzzers 276.22 421.00 79.17 4,542.22 4,293.66 3,542.55 
6712. Car lighting....... 1,107.74 1,098.00 989.26 13,701.30 12,682.34 10,370.23 
6713 RSA OL. oe eee 147.42 162.00 183.42 1,801.44 1,762.58 2,041.70 
b714 RUE RL ORMIPOLOTR ee oslo: chr ky cenip-e eohcee afetents Ggrdrays 382.05 464.00 480.07 1,879.89 3,539.07 6,080.45 
6715 Be ese OP, wean ens ocean a Bers one + ON} ka Tee 43.00 30.65 144,01 99.45 647.21 
6716 a STADE Fe ae ene em 157.74 108.00 117.91 310.80 921.24 1,186.47 
5717 PN NRITO eres cn ws ods ee penne wae 492.66 433.00 306.36 1,389.60 3,846. 86 5,022.14 
6718 ES SSRIS 060)" Se a a 127.54 115.00 100. 80 499.31 1,174.06 1,165.42 
5719 Motormen’s tools...... fe Sete Ay ME ae Cc ARO 6.48 9.00 10.07 158.68 88.44 LN ELI ee3"/ 
5720 TH BAMOTHERUDOIICR: ss ine nls ess cone winn Seeds meen 243.49 304.00 352.55 3,909. 23 3,343.71 3,851.79 
5725 a er te 4,619.26 6,750.00 6,406.81 60,636.31 68,535.00 72,109.78 
5726 “ORT: 9 See ae en = 15.64 36.00 55.20 620.19 470.79 508.96 
5727 LOPE clay Ok oT 0 ee eg : iS) 1 ie 5 390.62 333.04 6.39 
9728 Tools and other alee neat car. Os SAP ABE SORT =, 3, os cd fe 10. 86 S792 28 
68 Station employees. . A 5 Deemed dst. fain 139/32 510.00 11.00 5,232.78 6,221.00 3,722.50 
6 PU MOMIOROLRPS Scie cfc ci cio y> vin coi SisseeSGrst ee veges 232.37 270.00 51.69 3,128.69 3,069.75 1,283.47 
011 Foremen, motor and brake inspection.............. 2,652.74 2,896.00 3,483.62 30,686.19 29,619.05 33,443.77 
7012. Car placers IRAPENNRL CTS ern ca arauuiheeeons viola Ss 6 2: 3,924.48 4,200.00 3,574.80 47,632.42 47,040.00 41,489.35 
1013 Miseelaneous 2 ee ae ai, 3,537.27 3,021.00 3,771.19 33,307.26 32,478.00 38,067.45 
1014 RC EI ical GALeisis sind pee aa be es 1,154.50 1,154.00 1,157.49 12,233.45 12,968.34 12,647.59 
1 CSS TESS I ee ee 1,583.60 1,613.00 1,619.29 17,791.12 17,852.82 19,185.13 
GENS GS ORS Te a a a 874.20 895.00 464.06 12,327.90 9,808.57 7,899.85 
1022 NSIC OAS tO ay en 1,706.57 1,688.00 1,143.67 19,007.77 19,156.68 17,999.94 
023 OE UGB TEGO 9.2 Sn Bee rr rr A 3,819.45 3,902.00 3,665.04 42,555.14 43,068.00 42,707.37 
Re Be pcs 1,264.47 162 Ole > ere: 
val CORTTING SSCS ch ne rr 1,652.54 990.00 1,298.68 11,049.79 11,088.00 12,661.51 
12 Operation of signal and interlocking apparatus... .. . 245.67 255.00 , 2,499.57 2,874.30 2,041.53 
73 Operation of telegraph and telegraph lines.......... 1,206.73 1,200.00 1,234.11 13,232.01 13,440.00 13,864.01 
76 Freight and express collection and delivery.......... «2... -.405 See : es FS eke acuewe 4-0 444 23 
77 (DUS iepey Io) GS 5s, a seme 5.00 1.00 . . 55.00 21.77 
78 Other transportation expenses............... 1,880. 28 3,000.00 2,056.96 50,055.74 39,930.00 27,705.90 
ORR aa ot eva aia ian eran es she eae $287,910.60 $290,604.00 $287,075.94  $3,246,402.83  $3,257,287.13 $3,262,111.26 
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these budgets are prepared is also illustrated by the 
comparatively close agreement between the estimated 
and actual figures for the various detailed items making 
up this statement. 

Construction budgets for capital expenditures are 
made up at the beginning of each year to cover contem- 
plated construction work by each department for a 
twelve-month period, in order to allow the various de- 
partments to plan their work a sufficient time in ad- 
vance and to distribute the expenditures through the 
year. Monthly cumulative reports similar to those com- 
piled for the operating accounts are furnished to each 
department head to cover capital expenditures. A combi- 
nation of the operating and construction budgets enables 
the management to prepare a cash budget at the begin- 
ning of each year. 


EMPLOYEES CAREFULLY SELECTED 


Under the supervision of a superintendent of employ- 
ment and records, the selection, examination and train- 
ing of employees has been given very specific attention. 
This department handles employees’ records for all de- 
partments and also looks after the secret service work 
of the company. Applicants for employment are re- 
quired to submit to a full physical examination, which 
is equivalent to that required by insurance companies. 
This practice has resulted in the elimination of many 
undesirables. In the employment of new men the com- 
pany has worked on the principle that it is under no 
obligation to an applicant and that money spent in the 
careful selection of new employees is a very profitable 
investment. Once a man is put on the payroll, physical 
or moral defects become a decided liability. They de- 
crease the man’s efficiency, increase accidents, cause 
irregularity in reporting for work, and in many other 
ways lower the quality of performance of the operat- 
ing force. Direct results in the form of reduction in 
absentees and labor turnover have followed the adop- 
tion of these more rigid employment practices. 


MINIMUM WAGE GUARANTEE ATTRACTIVE 


Every extra man is guaranteed a minimum wage of 
$110 per month providing he makes all “show ups” dur- 
ing the month. By careful scheduling, the average total 
amount paid out under this agreement to more than 


Increased efficiency in all of the departments, im-_ 
proved scheduling of runs and careful attention to labor- 
saving methods have resulted in large savings in annual 
labor expenditures. As an example of the economies 
effected, Table VI shows a decrease in the annual pay- 
roll of $558,106 for 1923 in comparison with 1920. In 
this comparison the first five months of 1920 are ad- 
justed to the same rate of pay that became effective 
subsequent to June of that year. On this basis, the re- 
duction amounts to approximately 9.3 per cent in total 
annual labor costs. The better efficiency is well illus- 
trated by the reduction in the total number of employees 
form 4,089 to 3,400 between 1920 and 1923, while at the 
same time the number of cars in service in the peak 
hour increased from 640 to 694. 


LABOR TURNOVER REDUCED 


Table VII shows the labor turnover in the transpor- 
tation department from 1920 through 1923 by years. 
This was reduced from 81.7 per cent in 1920 to 30.2 per 
cent in 1923. Another index of the improvement in the 
performance of transportation employees is furnished 
by the result of inspections.of fare irregularities. 
ing the period from 1921 to 1923 the inspection force 
itself has been slowly built up with a constantly increas- 
ing degree of efficiency, so that the percentage of in- 


TABLE VI—TOTAL PAYROLL COMPARISON, KANSAS CITY 


RAILWAYS 
1920 1923 Decrease 

AT ADUATY icc. hen esa oe ae een eee $466,030 $458,379 
Pebruary. : 4. ehseua ata ee ee 422,758 411,380 
March ?.....206% ee een 461,580 450,742 
WA DTI... si3-5 aha ate Revere eae taien eee es 461,211 446,537 
EN er Re SPN arly acocilsn pes 469,510 469,045 
June, iis wie ae ae See ee 496,510* 468,730 
1 Ls AEM erro jcrcicat Siincs worn wea 511,305 74,429 
Augiist:; ods ee ee ee 503,876 468,729 
September... 492,396 440,370 
October.... 499,073 469,796 
November... 464,632 443,401 
December. .5..- say be ieee ee eee 477,794 440,761 

$5,726,675 $5,442,299 $284,376 
Payroll addition if first five months were 

at same rate as present.............. 273,730 

a eh oe ‘ 

$6,000,405 $5,442,299 $558,106 
Reduction in annual payroll............. 9.3% or 558,106" 
Average numberemployees............. 4,089 3,400 
Cars in service, maximum hour.......... 640 694 


* 12 per cent wage increase June, 1920 


TABLE VII—TURNOVER OF TRAINMEN ; ye 


Turnover of Turnover of. 


s : ye é . Men in Service Men in Service 
2,000 trainmen in the seven divisions is kept down to In Serviee.- LertiService Less Than 
1 i ; Jan. | During Year Turnover One Year One Year 
ess than $160 per month in excess of the actual amount 1920 2,119 1,732 Ae ee 28 A 
earned. : w , Iho ; 
ed The moral effect of the arrangement on em- = 4922 1934 530 30.3% 15.5% 14.8% 
ployees and its effect in attracting a desirable class of Ha pee 563 30.2% 15.7% 14.3% | 
men to apply for employment are believed to exceed very areas RPE pear AB ts - cic pee per cent 
. ISCHAPE CO cilcevcke. reretnt nuare Meet ets = er cent 

much the small cost of this arrangement. Voluntary-so sneer ane ea 19.7 nee cent 

TABLE VIJI—COMPARISON OF EQUIPMENT TABLE IX—POWER COSTS DATA, KANSAS CITY RAILWAYS 

AND MECHANICAL DEPARTMENT EX- 1920 1921 1922 1923 

PENSES AND WORK 6 

eaten RK FOR YEARS ENDING | Net kilowatt-hour output..................... 189,172,898 129,804,772 123,830,190 128,302,450 
A , 1920 AND 1923. Total cost, dollars......... a PRE TCROTON C0 coh mn 2,928,221 1,735,840 1,399,126 , 197,928 
1920 1923 Total cost, mills per killowatt-hour....... een 15.469 13,375) 11.299 36 

Number car-miles operated 24,808,411 25,399,290 Cost fuel, mills per kilowatt-hour.............. Vie 723: eye) 8.138 6.593 

Total equipment cost per Other cost, mills per kilowatt-hour...... 3.746 3.994 3.161 2.743 

_ ne: wee ‘ 0499 $0.0371 Tons'coalpuededeerar ie nia... uy eee ee 401,531 244,215 161,027 198,200 
otal equipm xpe tur : 

Total cars through hope Oo OL <S7AGsT29 | Se arreke = 2 one ieee 98,109 57,286 190,589 52,225 
Wirenieteel cas 141 183 | Total coal equivalent, toms............... 432,435 262,260 221,062 | 214,650 
Repaira =e 177 340 | Pounds coal equivalent per kilowatt-hour....... 4.57184 4.04083 3.57040 3.34600 
AE Pace teeta one 159 | Total cost fuel only, dollars......... 0.0.0.2... 2,146,470 ‘1,192,543 990,994 834,094 
Ore eeee 4 21 | Average cost fuel per Bons dollars... hx) cna 4.9636 4.5472 4.4828 3. 8858 
Renata te ee 336 Tons coal required, basis 1920 consumption. ... .......... 296,723 283,066 293,289 

Total...... ; 805 1,258 | Saving in coal due to increased economies, tons. .......... 34,463 62,004 es 
Pull-ins, year:.:........... 24,120 13:814 1] Saving tnvdotlarctemee pi: sx s.j<c, lot sacar een 156;710. 15 2775951... 53 305,575.43 
ane, aurags pe mo. 2,010 1,151 Saving other items over 1920, dollars.......... 0 2... ..00- *32,191.58 72,440.66 128,687.35 

-ins per 1], oar 
miles : Say 0.97 0.54 Total saving per year over 1920 operation, exclu- nf 

Dead cars at divisions after- : ; sive of saving due to decrease in market price of 
noon rush, per day.. 7303 p38) fuel; Collars eee arcs ce ep el een ee 124,518.57 350,392.19 434,262.78 

Mechanical labor at divisions $340,164 $169,154 * Increase. 
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spections developing fare collection irregularities should 
2ave shown an increase if there had been no correspond- 
ng improvement in the character of trainmen. In a 
ifteen-day period more than 5,000 different inspections 
ire made of a given number of conductors,. selected at 
random, so that a fair cross-section of the entire plat- 
form personnel is obtained. The figures below show 
he reduction in the average percentage of total inspec- 
sions developing irregularities each year “from 1921 
0 1923: 


PERCENTAGE OF INSPECTIONS DEVELOPING IRREGU- 
LARITIES IN FARE COLLECTION 

January, 1921 

12 months of 1921 

(2 months of 1922 

(2 months of 1923 


RR i ntore ya sJieu ans 15h SONDRA ECE OPM AAA Oo) OL OLEY ALD 
216 VS iiee Bio 51g 0 ARI eS DIC nee 1.3 per cent 
UENCE RS NY gr ie Sar iy oie cs. s3 Beedle aga sens vouk'iaoe 0.9 per cent 


Corresponding improvement in performance is shown 
ay Table VIII, which reflects what has been done in the 
squipment and mechanical department. The compari- 
son between the years 1923 and 1920 on this statement 
shows an’ increase of 590,889 in the number of car- 
niles operated, but a reduction in total equipment ex- 
yenditures of $159,920, or a change in the total equip- 
nent maintenance cost from 4.99 cents to 3.71 cents 
ver car-mile, a saving of 1.28 cents per car-mile. At 
the same time there is a large increase in the number 
yf cars put through the shop for repairs, overhaul and 
epainting and there is included in the 1923 figure the 
cost of putting 159 cars through for remodeling doors 
ind steps. 

Mechanical labor at the division carhouses was re- 
luced from $340,164 in 1920 to $169,154 in 1923. Along 
with this reduction in carhouse labor, the pull-ins for 
ill causes were reduced from 24,120 in 1920 to 13,814 
n 1923. In these figures, any car which is taken out 
yf service for any reason whatever before having com- 
jleted its scheduled run is classed as a “pull-in.” 

Power house operation, which, together with equip- 
ment maintenance, is carried out under the generai 
supervision of the superintendent of power and equip- 
nent, has likewise shown substantial progressive re- 
luctions in costs from 1920 to 1923, as shown in Table 
X. Some of the steps taken to improve performance 
ind increase efficiency were described in the ELECTRIC 
RAILWAY JOURNAL of March 17, 1923. The total cost 
f power per kilowatt-hour was decreased from 15.469 
nills in 1920 to 9.336 mills in 1923. Direct saving “in 
uel, on the basis of 1920 consumption, amounted to 
8,639 tons. The total saving per year in the power 
lepartment over 1920. operation, exclusive of the saving 
lue to decreased market price of fuel, amounted to 
343.4,262.78. 

The severe grades encountered in Kansas City present 
i serious accident hazard. Every effort has been made 
0 reduce accidents to a minimum. The chart on 
lage 808 gives the record for the years 1920-1923, 
nclusive, of the monthly figures for -car-miles operated, 
ar collisions, boarding and alighting accidents and ve- 
licle collisions. The number of automobile licenses issued 
n Kansas City, Mo., for each year are also shown in 
he chart. Each department has been thoroughly drilled 
n accident prevention work and the company also co- 
perates in the city accident prevention activities. 
Although the large increase in the number of automo- 
jiles operated in the city has presented a constantly 
rowing problem from the standpoint of vehicular 
ollisions, car collisions and boarding and alighting acci- 
lents have been materially reduced in number. 


Jews ote ete SURO See 4.8 per cent | 


Rochester Bus Accounts 


Rochester Railways Drafts Classification for Gas and 
Trackless Trolleys, Based on New York. 
State Schedules 


HE use of both trackless trolleys and gas buses 

in Rochester has compelled jhe adoption of some 
kind of classification of operating expense accounts 
suitable to both kinds of motive power. Both classes of 
buses are conducted under the name of Rochester Rail- 
ways Co-ordinated Bus Lines, Inc., and the classification 
of accounts adopted has been drafted by the auditors of 
the Rochester Railways on the basis of the classification 
of' ‘electric railway accounts of the New York State 
Public Service Commission. This state standard is 
based on the Interstate Commerce Commission classifica- 
tion, but there are some additional accounts. The new 
classification is published below. 

The account numbers are not consecutive, but are the 
same as the corresponding or most nearly correspond- 
ing account in the Public Service Commission electric 
railway classification. Where the corresponding rail- 
way account has been divided in the bus account, 
the letters A, B, etc., are used to designate divided 


acco 


unts, 


such as (380A) bodies and chassis, 


(30B) 


tires, (67A) miscellaneous bus service expenses, (67B) 


lubr 


icants. 


The other letters used are “G” for gas 


buses and ‘“‘T” for trackless trolley buses. 


ROCHESTER RAILWAYS CO-ORDINATED BUS LINES, INC. 


WaY AND STRUCTURES 


Equalization—Power. 


x 56-B Station Expenses. 
1. Superintendence. 57. Substation Employees. 
9.  Misc..Roadway Expenses. 58. Substation Supplies and 
10. Paving. Hxpenses. 
11. Sanding Roadway. 59-B Fuel for Power. 
12. Removal of Snow and 59-G Wlec. Energy from Other 
Other Obstructions. Sources. 
19: Misc. Way Expenses. 
20. Distribution Poles and ~ GonpucTING TRANSPORTATION 
Fixtures. 
22. Distribution System. 63. Superintendence of Trans- 
23. Mise. Dist. System Ex- portation. 
penses, 64-—G Auto-Bus Operation. 
24. Repairs Buildings, Fix- 64~T Trolley-Bus Operation. 
tures and Grounds. 66. Misc. Bus Service Em- 
25. Depreciation of Buildings ployees. 
and Fixtures. 67-A Misc. Bus Service Ex- 
28. Equalization — Way and penses. 
Structures. 67—B Lubricants. 
68. Station Employees. 
EQUIPMENT 69. Station Expenses. 
; es 70. Garage Employees. 
29. Upurea eee. of Equip- 78. Other Transp. Expenses. 
ment. 
30-A Repairs of Bodies and TRAFFIC 
Chassis 
30—B Repairs of Tires. 79. Superintendence and So- 
32. Service Equipment. licitation. 
33-G Repairs of Engines, / 80 Advertising. 
33-T Repairs of Hlectric Equip- 82 Mise. Traffic Expenses. 
ment. 
36. sop Bayo GENERAL AND MISCELLANEOUS 
- to) xpenses. 
3. Bree, Equip. Expenses. 83. Paleo? Expense of Gen. 
reciati uip- cers. 
pS fag aban tae of aa 84. Sayre and expenses of 
alization— i nt. yen, ce Glerks, 
44. Equalization—Equipment 81. Gen, Ouicas Supulicskaad 
: oxpenses. 
Foy aR 86. Law Expenses. 
45. Superintendence Power. 89—A Licenses. 
48. Substation Equipment. 89-B Misc. General Expenses. 
49-A Trans. Poles and Fix- 92—-A Injuries and Damages. _ 
tures. 92-B Law Exp’s connected with 
49-B Trans. Underground Con- Damages. 
duits. 93. Insurance, ae 
49-C Transmission System. 94. Stationery and Printing. 
50—A Depre. Power Plant Bldgs. 


and Equipment. 


’ The physical life assumed for various parts of equip- 
ment in these accounts is as follows: 


STEEL SISTA IS: a ciels cqie oitiells wis ta # oe oka lenin ist pM she eae eh a etka 5 years 
Poles and fixtures ..........-+--- Teicg hit aeacre cur Paci DIG aay 20 years 
Blectrical distribution systems--....-----..++++eseeeeeee 8 years 
Bop Duildings® 6.2 sale sie cee oie 8s ole 05 wie ae wield oe a ns 35 years 
Trolley DUSCS ©... 0 cee cece erence rete eee tem ne eee 18 years 
GAGA ATELY i TBR Ser nora GGG. Cceckihitane aoe pot 10 years 


In addition the company has a short section of street 
paving in a loop over private property. The life of this 
paving is estimated at twenty years. 
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Test of 3,000-Volt Train 


High-Voltage D.C. Multiple Unit Train Developed at 
Erie—There Are Four Motors on the Car, De- 
signed to Run Full Series or Series-Parallel 


N MAY 19, on inyitation of the General Electric 
Company, a number of engineers from the steam 
railroads in the country, consulting engineers and rep- 
resentatives of the technical press gathered at Hrie, 
Pa., to inspect a 3,000-volt car with multiple-unit con- 
trol and witness locomotive tests. A train was made of 
a motor car with parlor, baggage, smoking and main 
passenger compartments and a trail car. The motor car 
was purchased from the Michigan Railway. The equip- 
ment consists of four GE-280 1,500-3,000-volt railway 
motors with type PC control and low-voltage lighting. 
The motors mechanically are practically the same as 
the 1,500-vo!t motors recently built for the Paris- 
Orleans Railway, except that insulation has been added 
to take care of the higher trolley voltage. They are 
coupled permanently two in series so as to give two 
economical running speeds, full series and series 
parallel. The gear reduction is 70/21, giving a ratio of 
3.33 and a maximum emergency operating speed with 
36-in. wheels of 60 m.p.h. The motor capacity is suffi- 
cient to handle without overheating a 40-ton trailing 
coach, and at a somewhat reduced schedule two trailers. 
The control is designated as PC-104 electro-pneu-: 


matic type and consists of a cam-operated switch group. 


In general the design is similar to the 1,500-volt control 
used for the Paris-Orleans motor cars with provision 
for higher voltage. The low voltage for control and 
lighting is obtained from a small 65-volt generator, 
having the armature carried on the shaft extension of 
a 1,500-3,000-volt dynamotor. The dynamotor winding 
is used to operate the CP-30 air compressor at 1,500 
volts. A 28-cell storage battery is floated across the 
65-volt generator control for operation when the set is 
shut down. 

A feature of the control is a line breaker consisting 
of high-speed contactors connected in series for inter- 
rupting the 3,000-volt circuit. When the master con- 
troller is thrown to the off position, the motor current 
is broken by the line breaker, which reduces the duty 
on the other equipment. The control is arranged for 
seven stops full series and six steps series-parallel, 
including the tapped-field connection on the last step. 

The heater equipment consists of a 30-kw. and a 
10-kw. grid, taking current from the 3,000-volt bus line 
with suitable control. These heating elements are in- 
closed in an insulated box underneath the car. The hot 
air is carried to various parts of the car through a duct 
by a motor-driven blower. Similar equipment will also 
be installed for heating the trail coach. 

The connection between the 3,000-volt heater bus on 
the motor car and the trailer is made by a simple 
device called the type SZ-14-A coupler. A swinging 
arm with insulating ‘support resembling a miniature 
trolley and base is mounted on each car, and the connec- 
tion is made by placing the arm of one car under a 
hook on the other. The coupler is manipulated from the 
ground by a switch hook. 

Current is collected from the overhead trolley by a 
single type S-501 slider pantograph similar to that 
used on 3,000-volt locomotives, carried on the motor car. 

In addition to the test-train one of the C., M. & 


St. P. Railway gearless locomotives was on exhibition. 
This locomotive has been in use for four years and has 
run 450,000 miles without the commutator being turned. 
Ten of the 3,000-volt 12-wheel locomotives being built 
by the General Electric Company for the Mexican Rail- 
ways were also inspected. 


Roll Signs Indicate Run Numbers 


NEW method of displaying the run numbers on 

the front of cars in service has been adopted by: 
the New Orleans Public Service, Inc. Over the right- 
hand front dash window of each car has been placed 
a Keystone roll sign. This device consists of four 
vertical rollers, and a sign roll between each pair of 
rollers. The signs carry figures and letters so arranged 
that any number from 1 to 99 can be displayed, or, if it 
is desired, a key letter, such as “X,” denoting extra, 
can be substituted for the first digit. The material 


Vol. 68, No. 21 


of the sign is translucent cloth, black with white letter-_ 


ing, so that an electric light placed behind it illuminates 
the run number at night. A three-sided box, with its 
open face against the window glass, surrounds the 
apparatus. i 

Many of the cars operated by the New Orleans Pub- 
lic Service, Inc., have already been equipped with these 


The Run Number of This New Orleans Car is Indicated by the 
Roll Sign Over the Right-Hand Dash Window 


roll sings, and it is planned to continue the installation 
on other cars. This method of displaying the run 


‘number has proved advantageous not only because the 


illumination makes it easier at night for checkers to 


vead the figures, but also because, being more or less 


permanently attached to the car, it cannot be lost, as 
happens so often with the ordinary metal run number. 


’ 
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_ Rugged Cars Handle Large Crowds 


_ Heavy Traffic in the Afternoon Rush Hour and Severe Winter Weather Conditions Were Influential 
Factors in the Design of a New Car for the Springfield Street Railway— 
: An Unusual Type Truck Is Used 


New Car Designed by Springfield Street Railway Specially to Handle Heavy Traffic on Main Street 


ticular operating conditions existing in Spring- 
field, Mass., the Springfield Street Railway has 
lesigned a new car equipped with many modern devices, 
yet differing in several important respects from prev- 
alent tendencies of car design. The sharp traffic peak 
in the afternoon rush hour and the impossibility of 
operating a short headway on the line where it was 
planned to place these cars in servire dictated that 
the new vehicles should have a large carrying capacity. 
And the trying experiences with heavy snows and ice 
during previous winters convinced the management 
that the cars should be rugged and powerful. 
Practically every car line in Springfield follows Main 
Street for part of its route. In the late afternoon large 
numbers of waiting people assemble there at the various 
trolley stops. 


A tex giving careful consideration to the par- 


could carry away the crowds as fast as they gathered. 
This the company considered had to be done by increas- 
ing the size of the unit rather than by the operation 
of a greater number of units, because one of the two 
heavy lines where the cars run has a _ single-track 
section that prevents the operation of a short head- 
way. The new type car has a seating capacity of 56 
and a rush hour carrying capacity of about 180 
passengers. 
Peculiar weather conditions prevail in that part of 
the Connecticut Valley in winter. There are frequent 
heavy falls of snow, the total for the season of 
1922-1923 being 106 in. At one time the snow lay 28 
in. deep on the level ground. On the other hand 
the snow often turns to rain and makes heavy slush in 
the streets. At night this slush freezes and becomes a 
serious obstacle to railway operation. To overcome 
this difficulty the new cars are equipped with 31-in. 
steel wheels and four 65-hp. motors per car. The 
motors are Westinghouse No. 532-A. 
_ Each detail of design has been studied and only those 


. 
: 
ee 


When buying new rolling stock, there-. 
fore, the railway was desirous of securing cars that 


devices which are thought by the railway to be well 

adapted to these severe conditions have been installed. 

The doors are of the folding type, opening outward, 

and are manually operated. Manual operation is 

preferred by the company because the danger of freeze- 

ups in cold weather is eliminated. The doors are 

interlocked with the control, but the conductor’s bell 

signal has not been done away with. This was tried, 

but it was found that if the motorman left the con- 

troller on the first point the sudden starting and rapid ° 
acceleration of a car as the rear door was closed was 

unpleasant to passengers and even dangerous. 

Instances occurred where a car started with a jerk 

before some elderly person had seated himself or herself 

and a more or less serious accident resulted. The | 
present practice, therefore, is for the motorman to wait 

until he receives a signal from the conductor before 

starting the car. The interlocking arrangement, how-, 
ever, prevents the car being accidentally put in motion 

while the rear door is open. 

The steps are fixed instead of being of the folding 
type, because the railway has found that in the terri- 
tory where it operates folding steps are likely to become 
clogged with snow and ice during the winter. From 
the pavement to the step is 16 in., from the step to the 
platform 12 in. and from the platform to the car floor 
84 in. There is a 14-in. ramp. No outside grab 
handles have been placed on these cars. As a substi- 
tute there are on each platform six stanchions of 
14-in. enameled iron pipe. These are placed inside of 
the folding doors, one stanchion on the right, one 
in the center and one to the left of the opening. It 
has been found that there is no greater likelihood 
of boarding and alighting accidents with fixed steps 
than with folding steps provided there are no con- 
venient hand holds on the outside of the car. 

Although the first object sought in the design of 
this car was ruggedness, care has not been spared 
to make the interior attractive. The woodwork is 


814 


Se LECTRIC RAILWAY JOURNAL’ 


Vol. 63, No. aL. 


The Interior of the Car Is Pleasingly Free from 
Unsightly Apparatus 


solid mahogany rubbed down with pumice stone and 
oil and left with a dead finish. Mahogany is preferred 
over any other wood on account of its better appearance 
and also because it does not warp readily. Cherry, 
however, is used for the seats, which run lengthwise of 
the car. No window curtains have been installed. The 
decision of the railway to use wooden slat seats and no 
window curtains was based on the fact that these cars 
are used on lines where the business is largely short- 


haul, and it was felt that the greater simplicity thereby 
accomplished counterbalanced any slight decrease in 
comfort. 

An attractive feature of the car interior is the free- 
dom from pipe, wires, bell cords, switch boxes, etc. All 
these things have been so located as to be entirely 
inconspicuous. 

In order to assure sufficient warmth during the cold 
weather already mentioned, each car is equipped with 
24 Cutler-Hammer electric heaters. Ventilation is 
accomplished by twelve Brill exhaust type ventilators. 
A double floor is used with felt in between two layers 
of tongued and grooved yellow pine, i# in. x 34 in., laid 
lengthwise. The roof is of 3-in. matched white pine 
screwed to fifteen 14-in. x %-in. forged steel carlines. 
The ceiling is *e-in. Nevaslip painted with pearl gray 
Vitrolite. 

Artificial lighting in the car is provided by five | 
center lights. In addition to these there are three 
lights used behind the destination signs and one in the 
headlight. There are in all six Hunter signs, one over 
each of the four doorways and one over the center 
vestibule window at each-end of the car. An interest- 
ing feature of the lighting arrangement is the use of 
steel lamp shades inside the car. These are white 
enamel and are used instead of the ordinary glass lamp 
shade because of the danger of breakage when the 
conductor carries the International automatic fare box 
and registering apparatus through the car. _ 

Ten of these cars were built by the Wason Manufac- 
turing Company in 1923 and placed in service during 
last December. The side plates are #:-in. steel. The 
exterior of the car is protected by eleven coats of paint. 
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Deep Sections, Pressed to Channel Shape, Give This Standard Truck Adequate Strength and Light Weight 
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These Cars, Being Large and Heavy, Are Good Snow-Fighters 


These are, in order, a priming coat, a filler, four coats 
of rough rubbing material, two color coats and three 
coats of railway varnish. 

The car weighs complete 42,200 lb. The principal 
dimensions are as follows: 


BRB O DOO Via ttg oy os foes Sirigtiinsoycuele avis sniachiande ayaue_a wus aye 35 ft. 0 in. 
BREE EG OCI on meee ELS Pgh nc Sick ccectunswe oft oh eo hameea ee ee 48 ft. 4 in. 
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The trucks used are Standard C-50-P-L. They are 
of the built-up type without side equalizing bars, the 
side frames being pressed in one piece to replace 
the equalizers and to form pedestal ways, which are 
reinforced by steel castings. The frames are pressed 
to channel shape, and by using deep sections the weight 
of the truck has been considerably lessened without 
reducing the strength. Connections between the side 
frames and the transoms are stiffened by cast steel 
gussets which also serve as supports for the brake 
rigging. 

The truck brake rigging is of the direct-connected 
type with extensions riveted to the truck side frames 
for the application of release springs. All pins are 
case hardened and all holes bushed. 

Coil equalizer springs are placed on top of the jour- 
nal boxes, giving a long spring base and easy riding. 
Riding qualities are improved by the use of volute 
‘springs in connection with the elliptical bolster springs. 
‘The combination is so arranged as to bring the volute 
‘spring into action only with a certain passenger load, 
thus allowing gsr a more ready deflection with lighter 
loads and a stiffening up with heavier loads. 

Journal boxes are arranged to receive A.E.R.E.A. 
‘standard 3%-in. x 7-in. journals and are fitted with 
A.E.R.E.A. standard bearings and wedges. Wear plates 
are attached to the pedestals and tie bars are also 
provided. The latter are jig drilled and so constructed 
as to insure a tight job. 

Bolsters are of the built-up truss type, the top mem- 
ber being a rolled channel and the bottom member a 
bar. They are fitted with the Standard Motor Truck 
Company’s “Ideal’’ lubricated center plates and plain 
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side bearings. .The general arrangement of truck and 
arrangement of pedestal tie are shown in accompanying 
illustrations. 


New Duplex Ticket Promotes Tidiness 


in Cars 


HE Indianapolis & Cincinnati Traction Company, 

Indianapolis, Ind., has designed a duplex ticket form 
in which the stub given to the passenger acts as a cash 
fare receipt and also as a hat check: This ticket has 
the double advantage of promoting tidiness in the cars 
and facilitating the work of the conductor. 

For several years the railway had been having trouble 
with the old type fare register used. When it was: 
decided finally to give up these devices a question arose 
as to what should be used in their stead. The ordinary 
cash fare receipts were considered undesirable because 
so many passengers threw them on the floor, giving a 
very untidy appearance to the cars. The railway offi- 
cials were particularly desirous of making a feature of 
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This Form of Duplex Ticket Recently Adopted by 
the Indianapolis & Cincinnati Traction Com- 
pany Facilitates the Work of the Conductor. 

At Right Is Shown the Reverse 
Side of the Stub 


clean cars when new rolling stock recently purchased 
by this company was placed in operation. This desire 
has resulted in the adoption of the new type ticket. 

The ticket is about 8 in. long with a stub 1 in. long 
which is folded back, punched, torn off and given to 
the passenger. A long coupon carrying complete in- 
formation concerning the journey is retained by the 
conductor and turned in to the auditor. The hat check 
given to each passenger when fare is paid is lifted by 
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the conductor near the end of that individual’s journey 
so that he does not throw it on the car floor. 

The amount of fare punched is ordinarily sufficient 
information to show the passenger’s destination. How- 
ever, at the present time it is the practice for the 
conductor to make a pencil notation on the back of the 
check showing the number of the station to which the 
passenger has paid fare. Sometimes passengers desire 
to retain cash fare receipts to accompany their expense 
accounts. When this happens there is no objection to 
permitting them to retain the checks because the serial 
numbers prevent their use for repeated trips. 

The new ticket is printed on paper stock which is 
about half way between ordinary hat check stock and 
cash fare receipt stock. On account of being printed 
flat, however, the extra weight of the stock does not 
result in a cost higher than that of a thin folded 
duplex receipt. The tickets are carried flat and the 
small receipt check can be folded over so easily that 
the whole operation is thought by the company to be 
faster and easier for the conductor than with the ordi- 
nary duplex fare. Rights to manufacture and sell the 
new type ticket have been acquired by the National 
Ticket Company of Cleveland. 


Largest Open Cars Converted 
for One-Man Operation 


Public Service Railway of New Jersey Has Removed 
Running Boards, Screened Sides and Cut an Aisle 
Through Middle of Its Latest Type Summer 
Cars to Permit Operation by One Man 


VEHICLE possessing a number of unique features 

-has resulted from the conversion by the Public 
Service Railway, Newark, N. J., of 50 of its most 
modern open type cars for one-man operation. These 
cars were built only a few years ago and are believed to 
be among the largest open street railway cars operated 
in the country, seating 96 persons. Reconstruction in- 
cluded removal of the double running boards, installa- 
tion of screens between the posts, placing of doors at 
both ends to close the vestibules and cutting of an aisle 
through the middle of the cross-bench seats. 


ea 


Fifty Cars of This Type Are Being Converted by Public Service 
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For many years it has been customary on certain 
divisions of the Public Service Railway to operate open 
cars in summer. Two hundred cars of this large type 
are ordinarily used in Newark. Since the recent adop- 
tion of the 5-cent fare the company has inaugurated 
one-man operation on many of its lines, including sev- 
eral lines which formerly used open cars in summer. 
With the approach of warmer weather the question 
arose as to how these lines could be operated. Conver- 
sion of some of the open cars for one-man operation has 
been the company’s answer. - 

The vestibule doors are all operated pneumatically 
and are arranged to be controlled from the motorman’s 
position. Entrance and exit will be by the front doors. 
The rear doors are for emergency exit, but they can be 
controlled from the rear end if it should be desired to 
operate the car with two men. 

The removal of the double running boards from the 
near side and the installation of screens between the 
posts is expected to result in a reduction in the number 
of accidents, which has naturally been high with this 
type car. Closing up fifteen of the sixteen former en- 
trances to the car might. be expected to result in de- 
creasing the speed of operation. The company ques- 
tions, however, whether this will actually occur. In 
practice it was frequently necessary with a car of this 
type to wait while a prospective passenger walked up 
and down alongside the car looking for some special 
seat that took his or her fancy. 

The seating capacity has been reduced from 96 to 62. 
One bench has been removed altogether, causing a loss 
of six seats, and 14 benches have been cut through by 
the aisle, causing a loss of two seats per bench, or 28 
all told. Thus 34 seats have been lost. This loss, how- 
ever, is not so serious in reality as it might appear, 
because it was comparatively seldom that the six seats 
on each bench were all taken. Some loss in carrying 
capacity will result from the elimination of the running 
boards, although the running board load will largely 
be transferred to the center aisle. 

Another important feature of the conversion is the 
fact that these cars can now be operated on the pay-as- 
you-enter or pay-as-you-leave plan, instead of having 
the old-fashioned hand collection, as was necessary 
before. , 


Railway for One-Man or Two-Man Overation 
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Relieving Congestion on 
Atlanta Streets 


street Cars Forming 9 per Cent of Total Vehicles 
In and Out of Business District Carry 
72 per Cent of the Passengers 


HE relocation and wider spacing of many car stops, 

the berthing of at least two cars at a time in the 
lowndown district to receive and discharge passengers, 
he installation of more raised safety loading platforms, 
amployment of additional street collectors to enable 
sassengers to get on both front and rear ends of the 
cars, better parking restrictions, giving precedent to 
street cars over all other forms of traffic, and co-ordina- 
‘ion of all other traffic with the movement of street cars 
are included among the recommendations recently made 
fo the City Council of Atlanta, Ga., by John A. Beeler, 
consulting engineer, New York. These are contained in 
1 preliminary report, bringing attention to remedial 
measures ‘that are immediately available for relieving 
the traffic situation without loss of time or any consid- 
arable expenditure of money. 

One of the most interesting parts of this preliminary 
report is a study showing the relative efficiency of street 
cars and other vehicles in the use of the streets. A 
check was made covering the number of street cars and 
other vehicles, and the number of riders entering and 
leaving the business district on the main thoroughfares 
during the hour from 5 to 6.p.m. The results are sum- 
marized in the following table: 


Street Other 

- Cars Vehicles 
(Tit CSO OMATREN IE SS rr et ae ccien ERENT Oe Aa le a ; 346 3,505 
(1a) CEESEGSTRS ds 2 Sly ean ep a 16,286 6,345 
Passengers per vehicle..............- BOE Aig Oe 47 1.8 
Pereent of total trate umits: 2.0... 1 ee Se ees 9 91 
Percent of total passengers. ::2/3.. 2.2. Sd pede eee 72 28 
ber of street carsrequired tohandleallpassengers...... 482  ..... 
Number other vehicles required to handle allpassengers.....  —....... 12,552 


The number of vehicles recorded includes both horse- 
drawn and motor-driven units, although the former con- 
stituted but 1 per cent of the total. Hired drivers of 
taxicabs and jitneys were not included as passengers. 
The total number of units observed was 3.851, of 
which 346, or 9 per cent, were street cars. The total 
passengers carried were 22,631, of which 16,286, or 72 
per cent, were on the street cars. Each street car thus 
carried 26 times aS many passengers as the other 
vehicles, the average on other vehicles being 1.8 
passengers. 

On the basis of this loading, 136 more street cars, 
making a total of 482, could have handled all of the 
passengers, thus decreasing the total units using the 
streets from 3,851 to 482. To handle this same number 
of passengers in vehicles other than street cars would 
have required 12,552, or more than three times the 
number now used. The report points out that these 
figures show the relative importance of the street car 
and indicate that it is the prime factor in handling 
mass transportation. The necessity for speeding up its 
movement and increasing its general efficiency is thus 
extremely important from the viewpoint of the car rider 
and public generally. : 

MAIN CAUSES OF CONGESTION 


In discussing causes of the severe congestion in 
Atlanta, the consultant points out that the total popu- 
lation of 240,000 people living within the city limits is 
within an area of 26 square miles. This gives an aver- 
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age of 9,230 people per square mile, which is stated to 
be 50 per cent higher than the average of other. cities 
of a size similar to Atlanta. The number of automobiles 
recorded by the registration in Fulton and DeKalb 
Counties, which have a total population of 310,000 
people, has grown from 13,446 in 1918 to 38,251 in 1923. 

The principal business district of the city is com- 
prised within an area approximately 1,500 ft. wide by 
3,000 ft. long, which is equal to less than one-sixth of a 
square mile. Most of the streets in the business section 
are narrow and some of the most important ones end 
blindly, others do not match up. In addition to this, 
practically all of the streets in this district, whether 
east and west or north and south, converge into Peach- 
tree Street. This concentration of business district and 


Five Points, in the Heart of Atlanta, Ga., 
Converge, Creating a Most Difficult Job for the Traffic 
Officer and Slowing Up Street Cars and All Traffic 


Where Five Streets 


layout of streets result in a tremendous concentration 
of vehicular and street car traffic. 

Checks of motor vehicle speeds on the main thorough- 
fares of the business district between the hours . 
of 4:30 and 6:30 p.m. showed an average speed on 
Peachtree Street of 7.67 m.p.h.; on Forsythe Street of 
6.28 m.p.h.; on Broad Street of 6.65 m.p.h.; on Marietta 
Street of 7 m.p.h., and an average for the district of 
7.14 m.p.h. Checks of street car speeds in this district 
during the evening rush hour show the following aver- 
age speeds in miles per hour: On Peachtree Street, 
4.29; on Forsythe Street, 4.58; on Broad Street, 4.10; 
on Marietta Street, 3.43; and average for the district, 
4.11. The low average speed shown on Broad Street, 
the consultant explains, is due to the fact that the cars 
turn on and off Broadway at every street intersection in 
the district, while on Peachtree and Forsythe Streets 
they nearly all go through. The slowest speed of all in 
the district was on Decatur-Marietta Street, the main 
east and west traffic way, where it was 3.43 m.p.h. 
Here the car stops are closer together, a large number 
of both right and left hand turns oceur at, Broad, and 
the traffic delays at Five Points all tend to retard 
traffic movement. 

REMEDIES SUGGESTED 


As to the remedies suggested and summarized at the 
opening of this review, the report points out that car 
service may be improved and general traffic movement 
aided byl the expedient of placing car stops farther 
apart and where they will least interfere with traffic 
movement. In places the stops are now but 250 to 300 
ft. avart. 

In connection with traTi¢ regulation and parking, the 
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report states that “where either loading platforms or 
safety zones are installed, they will fail of their purpose 
unless traffic is kept moving. Regulations should be 
such that vehicles will not be required to stop behind 
standing street cars, but will proceed past the safety 
zones or platforms whenever the traffic officers permit. 
No vehicles should be allowed to stop opposite platforms 
or safety zones at any time except for traffic control. 
“Vehicles must keep clear of the car track in ap- 
proaching street intersections, and at all double berthing 
and loading points. Owing to their superior carrying 
capacity, the street cars should be given the preference 
as far as practical in crossing movements by traffic 
officers, and the other movements co-ordinated there- 


Diagonal Parking Is One of the Evils with Which Atlanta Is Beset, 
as Seen on Marietta Street Looking Toward Five Points 


with. This will facilitate the movement of the greatest 
number of people with a minimum loss of time. Full 
recognition of the relative importance of the various 
factors in mass transportation must not be lost sight of. 

“The system of controlling traffic by means of signal 
lights is a commendable one, but it will fail of its chief 
purpose if persona] supervision is lacking in directing 
the more complicated traffic movements.” 

It is pointed out that angular parking is especially 
undesirable, as it not only occupies a large amount of 
the street space, but causes traffic interference and 
increases the accident hazard on account of the backing 
out of automobiles from the curb. The report comments 
that there may be as yet no general necessity for 
prohibiting all parking during the rush hours, but that 
the time is rapidly approaching when all parking will 
be prohibited on the main thoroughfares of important 
cities and their use given over solely to moving traffic. 
Such action is necessary in Atlanta along the three 
blocks on Peachtree Street between Luckie and Ellis 
Streets. This constitutes the chief bottle neck through 
which the heaviest car and vehicular traffic passes in 
entering and leaving the business district. 


Street Cars Still Are Wanted 


HE inquiring reporter of the Chicago Tribune asked 

a thought-compelling question the other day, and the 

answers indicated that people do not take their trans- 

portation quite so much for granted as might be 
assumed. 

“Tf the pages of history were to be turned back one 


hundred years, which of the modern conveniences you. 


now enjoy would you dislike most to give up?” was the 
question the reporter asked of three men and two 
women. 


Two men frankly declared that most of all they’d 
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hate to lose the street cars. They admitted the} 


couldn’t afford autos, and if the street cars were no 
present they’d have to walk. The other man declare 
all methods of transportation were the most importani 
to him. The women were divided between an electri 
curling iron, electric washing machine, sewing machine 
automobile, telephone and electric lights. . 


Houston Situation Much Improved 


CITY OF HOUSTON 
Legal Department 


Houston, TEX., May 14, 1924. 
To the Editors: 

It is with a great deal of interest that as city 
attorney of Houston I have read your synopsis of Mr 
Beeler’s report on our street railway situation. (Issu¢ 
of March 15, 1924, page 407.) This situation has beer 
a souree of constant unrest and threatened litigatior 
for a number of years. 

Some months back the City Council authorized Mayol 
Holcombe and myself to select an expert to investigate 
and report on our local street car situation, and we 
were not limited as to the amount we should pay not 
was any suggestion made as to the organizatior 
we should employ. ; 

The Beeler Organization made a very thorough and 
extensive study of our problem and submitted to us 
report which we feel correctly analyzed the situatior 
and suggested the remedy. This matter was placed 
before the public and at an election held in our city 
under the referendum provision of our charter the 
people voted approximately three to one to adopt 
Mr. Beeler’s report and to settle the street car com 
troversy along the lines recommended. 

This action was taken by the City Council and we 
feel that a most satisfactory solution of our transporta- 
tion problem has been arrived at. The street railway 
company isso far living up to its part of the agree 
ment to the letter and has adopted the suggestions 
contained in the Beeler report, with the result that our 
street car service is now more satisfactory than it has 
been in the last twelve to fifteen years. 

We naturally feel very grateful to Mr. Beeler and 
his assistants for their work in this matter, and I 
believe that this same feeling is shared by practically 
all of our citizens. Mr. Beeler’s report showed that 
he had a very thorough grasp and understanding 0! 
street railway transportation, and it was so fair and 
unbiased that there was no difficulty in our getting 
upon common ground and satisfactorily adjusting out 
difficulties with the street car company. 7 

In view of the good work done by Mr. Beeler a 
his associates, we feel that it is but fair that we 1] 
those interested know how we feel about the mat 

SEWALL MyYEr, City Attorney. ‘ 


The Los Angeles Railway has adopted the practic 
of notifying the public in advance of parades and oth 
events which will affect the service. Being in poss 
sion of this information, riders can arrange their trav 
to avoid the interruption. 
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| Association News & Discussions 


Regional Plan Committee 
Discusses Traffic 


ARIOUS phases of the traffic prob- 

lem in the metropolitan district 
yere discussed at a conference held at 
he Town Hall, New York, on May 20 
nder the auspices of the Committee on 
Regional Plan for New York and En- 
irons. About 200 delegates from civic, 
qunicipal, commercial and industrial 
rganizations within 50 miles of Man- 
attan attended the meeting and took 
art in the discussions. 
Although the principal object of the 
onference was to emphasize the fact 
hat the traffic problem in New York 
ity is a very serious one, several sug- 
estions were made for its solution. 
n the report of E. P. Goodrich, consult- 
ig engineer of the committee, the cost 
f traffic congestion on Manhattan 
sland was estimated at $500,000 a day, 
nd the cost of congestion in the whole 
egion at $1,000,000 a day. Approxi- 
ately 2,030 persons were killed by 
1otor vehicle accidents in New York 
nd its environs during 1923, and it is 
stimated that with a registration of 
180,000 vehicles in 1930, there will 
robably be 4,100 fatalities that year. 
Among the causes of traffic conges- 
ion mentioned in this report are nar- 
ow streets inherited from former 
mes, building heights too great for the 
apacity of adjacent streets, lack of 
oning ordinances to regulate the size 
nd use of buildings, lack of planning 
rdinances to prevent laying out new 
treets too narrow for their ultimate 
se, inadequacy of arterial thorough- 
ares and lack of a comprehensive plan 
or the development of the region. Al- 
nough there is already in New York 
ity a motor vehicle for every 16 per- 
ons, and in the metropolitan district 
ne for every seven persons, the auto- 
\obile saturation point in this region 
ill not be reached until 1950, accord- 
ig to the estimates of Mr. Goodrich, 
hen he expects there will be 16,800,000 
ersons, and a motor vehicle for every 
’ persons in the region. 
In discussing possible solutions of the 
raffic problem in New York City. Mr. 
oodrich, Mayor Hylan and H. W. Cor- 
ett, an architect, suggested the re- 
loval of all surface and elevated rail- 
ays. It was proposed that the passen- 
ers now carried by these lines might 
1 that case be carried by buses or by 
ew underground rapid transit lines. 
Ir. Corbett also suggested that the 
reet surface should be given over en- 
rely to vehicular traffic and pedes- 
ians accommodated by second-story 
readed sidewalks within the building 
nes. Graceful bridges would span the 
reets connecting these arcaded side- 
alks, and in his imagination, ‘the 
reets of New York would then re- 
2mble the canals of Venice. Among 
1e other suggestions made for the re- 


lief of traffic congestion were the crea- 
tion of new highways to by-pass con- 
gested areas and the limitation of 
building heights by institution of a 
graduated tax on buildings according to 
their height. 

High buildings are a ‘direct tax on 
the community, through the necessity 
of maintaining fire-fighting facilities of 
excessive capacity and cost. The ele- 
vators in high buildings require extra 
annual inspection. Potential accidents 
during fires in high buildings are more 
serious than in low ones. High build- 
ings cast shadows over adjoining prop- 
erties and deplete the physical stamina 
of tenants. Other economic objections 
exist to such structures, and some 
means should be found to make them 
contribute to the relief of the financial 
burden which they place directly upon 
the shoulders of the community. 

That what is most needed now is 
more good railroad engineering in solv- 
ing the traffic problem was the opinion 


expressed by J. Rowland Bibbins, con- 
sulting engineer, Washington, D. C. He 
stressed the need for bringing experi- 
enced transportation men into active 
co-operation with the work of the com- 
mittee. 

The scope of the regional plan was 
outlined by Frederic A. Delano. Among 
the major questions which the com- 
mittee is considering he mentioned de- 
velopment of the water front, housing, 
zoning, parks, need for additional 
bridges; and highways. Others who 
spoke at the conference were George S. 
Silzer, Governor of New Jersey; George 
R. Lunn, Lieutenant-Governor of New 
York; John F. Hylan, Mayor of New 
York City; Robert W. de Forest, presi- 
dent Russell Sage Foundation; Arthur 
S. Tuttle, chief engineer Board of Esti- 
mate; General H. L. Scott and Walter 
Kidde, New Jersey State Highway 
Commission; Dwight W. Morrow, Law- 
son Purdy and George McAneny, chair- 
man New York Transit Commission. 


American Association News 


Subjects and Meetings 


HE committee on subjects and 

meetings met in New York on May 
16 to shape more definitely the program 
for the annual convention at Atlantic 
City. The members present were: 
Frank R. Coates, chairman; F. W. Doo- 
little, Harry L. Brown, Cornell S. Haw- 
ley and Secretary J. W. Welsh. The 
program was tentatively outlined as 
follows, speakers were agreed upon 
and the work of securing them put in 
motion: 

First day: A paper on “Financing 
of Electric Railways.’ Another paper 
on “Customer Ownership,” followed by 
discussion on the subject by a repre- 
sentative of a holding company in the 
East and one in the West. 

Second day: Two papers on “Co- 
ordination of Motor Vehicle and Elec- 
tric Railway Service by Electric Rail- 
way Companies,” to be presented by a 
speaker representing the motor vehicle 
interests and by a railway man. 

“Necessity of Electric Railways to 
Communities,” a symposium to be par- 
ticipated in by the mayor of a city, a 
real estate man, an officer of the U. S. 
Chamber of Commerce, a public utility 
commissioner, and a manufacturer. 

Third day: “Management and Mod- 
ernization.” The time at this session 
will probably be turned over to the com- 
mittees on interurban and city opera- 
tion, which will present a five-minute 
report from each of the fourteen re- 
gional vice-chairmen, introduced by a 
general report of each committee chair- 
man. 


The committee decided to recommend 
to the executive committee that no busi- 
ness meetings be held on Wednesday, 
making this the day off for all associa- 
tions for inspection of exhib ts. The 
executive committee will also be called 
on to decide whether the American As- 
sociation meetings shall ke on Monday, 
Tuesday and Thursday mornings or 
Tuesday, Thursday and Friday morn- 
ings, the latter having prevailed as the 
recommendation from the subjects and 
meetings committee. 

The committee also voted to have a 
special committee appointed, with Presi- 
dent Budd as chairman, to make formal 
inspection of exhibits of manufacturers, 
as was done last year. 


Valuation 


MEETING of the committee on 

valuation of the American Associa- 
tion was held at association headquar- 
ters, New York, May 19. Reports were 
received from the various sub-commit- 
tees containing the material to be in- 
cluded in the annual report of the 
committee. There was considerable dis- 
cussion, particularly regarding the 
terminology to ke recommended by the 
committee and the relative weight of 
the several elements going to make up 
cost and value. 

Members of the committee present 
were: F. W. Doolittle, chairman; E. J. 
Bechtel, H. A. Clarke, Thomas Conway, 
Jr., J. A. Emery, T. E. Francis, W. H. 
Maltbie, L. R. Nash, A. S. Richey and 
Frank Silliman, Jr. 
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Tripling Armature Shaft Production 


By O. H. JORGENSEN 


Chief Draftsman Equipment Department, 
Chicago Surface Lines 


N EXAMPLE of the saving 
A which can be effected by the use 
of modern machine tool equipment is 
furnished by the ‘‘Lo-Swing’’ lathe 
in the West shops of the Chicago 
Surface Lines. This machine, which 
is used for turning armature shafts 
for replacements, turns out eight and 
one-half shafts in eight hours, in com- 
parison with three shafts turned out 
in the same time by a single tool 
post engine lathe operated by a 


highly skilled and efficient machinist. 
Thus by the use cf this machine the 


production has been practically 
tripled with no increase in labor 
costs. 


The figures quoted are taken from 
shop records over a period of two 
years and include the time required 
for setting up the machine, which 
averages two hours for each differ- 
ent size of shaft. ea d 

Armature shafts are delivered to 


The Two Carriages May Be Driven Simultaneously from the Lead Screw, or Independ- 
ently, Either from the Lead Screw or by Hand. The First Tool on the Left 
Has Finished Its Cut and the Remaining Five in Operation 
Will Finish Simultaneously 


In the West Shops cf the Chicago Surface Lines, This ‘“Lo-Swing” Lathe Turns 
Practically Three Times the Number of Armature Shafts Formerly 
Produced in a Single Tool Machine 


the “Lo-Swing” lathe in the rough 
turned state, as they are receivec 
from the steel mill. The rough 
turned diameters are 4 in. greate 
than the finished diameters, and thes« 
again are =z» in. larger than the 
finished sizes after they are ground 
The shafts are lifted and handled bj 
means of a hand-operated chain hois! 
traveling on an I-beam, and afte’ 
being centered, are turned in the 
“Lo-Swing” lathe and are ther 
moved by the same crane to tht 
grinder. | } 

“An ™ accompanying _ illustratio1 
shows the lathe in operation, and the 
‘line drawing: illustrates the set-uy 
with six tools of the eight in ths 
cutting position and the turning 
operation nearly completed. The firs 
tool on the left has finished its cut 
and the five other tools will finish 
simultaneously. Automatic stops 
are provided for limiting the travel 
of each carriage either together o1 
independently. | 

On the machine illustrated, whic 
is called a 34-in. size and is manu- 
factured by the Fitehburg Machine 
Works, -Fitchburg, Mass., a _ shaft 
having maximum dimensions of 4 in. 
diameter and 60 in. length can be 
handled. Although only six tools are 
used in turning armature shafts, the 
machine will accommodate eight. A 
pump mounted in the base casting 
and driven through spur gearing 
from the driveshaft provides a con- 
tinuous flow of cutting lubricant to 
the tools. Each of the six adjust- 
able nozzles distributing the lubri- 
cant has a shut-off valve. 

A switch for stopping the driving 
motor is mounted at each end of the 
machine. The two carriages may 
set to operate in unison from th 
lead screw, or may be operated se 
arately either by hand or by the lead 
screw. The shank of each tool holder 
is equipped with a graduated dial 
enabling the operator to increase or 
decrease the depth of his cuts with 
close accuracy. : = 

A 10-hp. individual motor, hay 
a speed of 900 r.p.m., drives the lathe 
by means of a Morse silent chain 
The use of chain drive on this m 
chine was an experimental install: 
tion and has been very successf 


<= 
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Shelf and Bench for Lubricants Arranged to Keep Them Free from Dirt 


Shelf and Bench Keep 


Lubricants Clean 


HE importance of keeping lubri- 

cating oils free from dirt has 
sen emphasized particularly to the 
nployees connected with the equip- 
ent lubrication on cars of the 
hiladelphia & Western Railway, 
orristown, Pa. . To assist in keep- 
2 clean the funnels, measures and 
her utensils used in connection with 
brication, a shelf and oil bench 
ave been constructed along the wall 
the shop adjacent to the inspection 
acks. The shelf is supported by 
‘rackets at either end. The top is 
ered with tin, so that it can be 
eaned readily and be kept clean 
isily. 
A tray for the pans and larger 
ensils has been constructed under- 
sath the shelf. This is about 8 in. 
ove the floor level, 12 ft. long by. 
ft: wide, and is also lined with tin. 
he walls adjacent to this oil bench 
*e whitewashed and the floors are 


given particular attention in order to 
keep them clean and free from dust. 
A sign stenciled along the front edge 
of the shelf reads ‘Please Keep 
Clean.” 


Crusher Car Converts Con- 
crete Into Ballast 


CONVENIENT apparatus for 

converting old concrete track 
foundations and worn paving blocks 
into ballast has been designed by the 
Memphis Street Railway, Memphis, 
Tenn. An Austin No. 3. stone 
crusher has been mounted on the 
framework of an old single-truck 
car. This is fed by an inclined belt 
conveyor, the outer end resting on a 
light railway truck and the inner 
end being supported just above the 
crusher. This apparatus has been 
successfully used on several recent 
track reconstruction jobs and has 
provided material for ballast at a 
considerable saving from the cost of 
new material. 


Rock Crusher Mounted on a Single-Truck Car Is Economical Means of Converting 
Paving Material Into Ballast 


Some Essentials for Bond- 
ing and Welding Repairs 


By J. C. LINCOLN 

Liteweld Company, Cleveland, Ohio 

HE great advantages of electric 

welding and bonding equipment 
for electric railway companies have 
long since ceased to be questioned by 
executives in the field. The value of 
this class of maintenance tool in re- 
ducing maintenance costs and in 
speeding up repairs to cars and track 
has been definitey proved, but the 
widely differing costs obtained by 
various roads indicate that the skill 
of the operator and the design of 
the welding machine itself play an 
important part in the amount of sav- 
ing to be made. 

The operation of a welding ma- 
chine is comparatively simple, cer- 
tainly much more so than almost any 
of the other types of machine tools 
used by the maintenance department. 
But just as it would be unreasonable 
to expect that any one can be relied 
upon to produce satisfactory work on 
even a drill press, so it is true that 
a certain amount of aptitude and in- 
terest is necessary in order to make 
a good welder. Given these, prac- 
tice will soon give the requisite neat- 
ness and speed. 

A good operator should have a 
reasonably clear idea of the effect 
of heating and cooling upon the weld 
itself and upon the metal behind it. 
He should realize the importance of 
avoiding undue expansion and con- 
traction, especially on car repairs, 
and he should be ambitious to learn. 
With these qualifications any reason- 
ably handy man can be trained to 
save many times the cost of his time 


by reclaiming equipment which 
would otherwise rust uselessly on the 
scrap pile. 4 


The design of the welding machine 
itself is, however, hardly less impor- 
tant. The efficiency of even the best 
of operators may be much hampered 
by unsuitable equipment. The 
choice, therefore, of a welding and 
bonding machine for electric railway 
work is worthy of careful investiga- 
tion. 

The requirements of railway main- 
tenance work differs considerably 
from those of industrial welding. It 
is sometimes assumed that a welding 
machine of this latter type, which 
may be giving excellent results in a 
factory on the work for which it was 
designed, will be equally applicable 
to bonding and other railway work, 
but this is not necessarily the case. 

The industrial welder, when used 
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on production work, has its current 
requirements more or less limited. 
Overload capacity, although desir- 
able, is not usually essential. The 
electric railway welding machine, on 
the other hand, must be prepared to 
tackle any work that comes along, 
from repairs on a worn frog to build- 
ing up a cracked car-frame. Over- 
load capacity is thus a necessity. 
Portability in the case of an indus- 


New Pipe-Bending Machine 


MACHINE designed particularly 
for making cold pipe bends to a 
very small radius has just been 
placed on the market by the Ameri- 
can Pipe Bending Machine Company, 
Boston, Mass. This machine will 
bend pipe cold up to and including a 
diameter of 14 in. The manufac- 


Machine for Bending Pipe Cold to a 
Small Radius 


turer states that pipe can be bent on 
this machine to a very small radius 
without splitting, crimping, or flat- 
tening. 


Portable Are Welder 


NEW portable arc welding set 

embodying features of economy 
and simplicity is being marketed 
by the General Electric Company, 
Schenectady, N. Y. This unit is de- 
signed to insure smooth and rapid 
deposition of metal with thorough 
penetration. It will deliver continu- 


SKE 


>< 
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New Equipment Available 
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trial welder is usually of minor im- 
portance. In the case of an electric 
railway welder it is one of the chief 
essentials, for unless the machine 
can be readily transported anywhere 
it is needed, its usefulness will be 
much curtailed. 

A welding machine which is be- 
lieved by the writer to meet these 
requirements was described in this 
paper last week. 


Portable Welding Outfit 


ous power and permit rapid produc- 
tion, both with high current and 
large electrodes, as well as with low 
current and small electrodes. 

This welder is a two-unit set, con- 
sisting of a motor and a generator. 
The generator is self-excited and all 
regulation of current is accomplished 
by turning a handwheel on the gen- 
erator. A self-adjusting, stabilizing 
reactor is provided, which automati- 
cally steadies the arc under all weld- 
ing conditions. It can be used with 
any of the commercial sizes of metal- 
lic electrodes from ws in. to } in. 
diameter. The generator voltage can 
be adjusted to suit the character of 
the work. Any value of current be- 
tween 75 and 300 amp. can be ob- 
tained in a large number of steps 
between these limits. 

Among the advantages claimed for 
this outfit are an arc easy to start 


~and maintain, roller bearing wheels, 


holes in base for crane hooks and 
adaptability to long or short leads, 
for working close by or at a distance 
from the set. 

Among the mechanical advantages 
are included motor and generator 
insulation designed to withstand 
severe operating conditions both with 
regard to duty cycle of the load 
imposed and general atmospheric 
conditions under which ordinary in- 
sulation fails. Bearings are waste- 
packed and oil cannot be spilled if 


~ generator 


> 


! 
/ 
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the set is tipped when being moved. 

A WD-12 generator is used. This 
is a two-pole, self-excited, constant- 
energy, single-operator machine with 
a dual magnetic circuit designed to 
operate at 60 volts open circuit and 
20 to 25 volts under load. It is 
rated 200 amp. for continuous sery- 
ice, 250 amp. for one hour and 300 
amp. for short periods. The motor 
is a standard General Electric 10-hp. 
unit. The complete set has three 
bearings, the two units being close- 
coupled by a solid flange coupling. 
All parts, including generator, motor, 
control panel, motor 
starter and stabilizing reactor, are 
mounted on a welded structural steel 
base of rigid construction and light 
weight. ; 

The assembled unit is about 63 in. 
long, 29 in. wide and 47 in. high, 
weighing about 1,600 lb. if 


Floodlight Pro jectors for 


Night Work 


HE Western Electric Company, 

New York, -N. Y., is offering a 
new line of seven Davis floodlight- 
ing projectors. The Sunlight pro- 
jector shown herewith is particularly 
suitable for the illumination of track 
which is being repaired or laid at 
night, and excavating jobs. This pro- 
jector can also be used indoors 
well as out. The housing is of spun 
aluminum highly polished on the in- 


side to form the reflector. It is sup- 


; 


plied either with or without a front 


Floodlight Projector for Temporary Light- 
ing at Night of Excavating and 
Similar Jobs 


glass and is provided with a simpl 
socket adjustment to adapt it fo 
use with 300 to 500-watt Sunbea 
Mazda lamps. Smaller sizes fron 
100 to 200-watt lamps can also b 
used by applying a reducer to tak 
the medium base. 
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The News of the Industry 


Cincinnati Paying for 
Mistakes 


ixpert Reports That City Erred in Its 
Fare Policy—Car Riders Now 
Suffering 


Street car riders in Cincinnati, Ohio, 
ire paying the penalty of the mistakes 
nade by city officials. This is perhaps 
he most important criticism contained 
n ayrecent expert report. On the other 
1and, recommendation is made that 
he Cincinnati Car Company refund 
o the Cincinnati Traction Company 
it least a portion of the profit which 
was found to have been made by the 
ar company from transactions in steel 
ails between the two companies. This 
ast suggestion was made to Judge 
Robert S. Marx of the Hamilton 
Sounty Superior Court in the Master 
Sommissioner’s report on the past 
ramifications of the traction company. 

This was the only criticism of the 
raction company to be found in the 
report, which was filed as a part of the 
itigation in the suit brought against 
the traction company by Robert S. 
Alcorn, attorney, as a taxpayer. Al- 
corn sought to compel the company to 
return to the city $1,050,000 in what he 
slaimed to be deficiency in the payment 
of franchise taxes to the city, and to 
enjoin the traction company from 
charging a higher rate of fare than 
» cents. The report placed the blame 
for the present condition of the com- 
pany, together with the present high 
fare, upon the city of Cincinnati. 


RALWAY FREE OF FRANCHISE CLAIMS 


The report not only holds that the 
traction company should_be adjudged 
free of any of the franchise claims set 
forth in Mr. Alcorn’s suit, but says 
that because the city officials insisted 
on an initial 5-cent fare at the time 
of framing the service-at-cost ordi- 
nance, the car riders will have to take 
the consequences, arising from the 
present deficit of the traction company 
and pay much higher rates of fare in 
the future. The efforts of the city 
officials at the outset to keep the fare 
down merely added to the deficit of the 
traction company, and except for the 
attitude of the city officials on this 
matter the fare would probably never 
have mounted to more than 8 cents, the 
Master Commissioner says in his re- 
port. 

The report was filed by Carl A. Nau 
of Cleveland, appointed Master Com- 
missioner in the case by Judge Robert 
S. Marx to examine the books and 
records of the traction company. As- 
sisted by other members of his firm, 
Nau, Rusk & Swearington, Mr. Nau 
made an investigation which lasted 
more than a month, and extended into 
every phase of the companies’ enter- 


prises since 1917, when the service-at- 
cost ordinance was put into effect. 

Mr. Nau blames the present predica- 
ment of the company on the fact that 
when the service-at-cost franchise be- 
came effective the fare was placed at 
5 cents. This rate of fare was known 
to be inadequate to meet the cost of 
operations and the fare should have 
been 6 cents, the accountant says. Thus 
the scheme started, his report states, 
with a known loss in operation, and 
instead of providing a surplus to ab- 
sorb future losses, it began with a 
deficit which never has been overtaken. 
Tracing the result of this mistake, the 
report says: 

By the end of 1919 this accumulated de- 
ficiency amounted to $1,669,597. An at- 
tempt to keep fares from going up still 
further, and at the request of the city, this 
deficiency was funded by the issue of §2,- 
000,000 in debenture bonds. 

When a deficit of $665,304 occurred in 
1920 the city passed ordinances deferring 
payment of the $350,000 franchise tax to 
prevent further inereases in fare, but this 
action was only a temporary expedient and 
merely postponed the evil day. 

Had the initial fare been made 6 cents 
and then increased or decreased, it is our 
opinion that the maximum fare would 
never have exceeded 8 cents and that there 
would be no necessity for the present 9- 
cent fare. = 

The cost of making the examination 
was borne by W. Kesley Schoepf, presi- 
dent of the Cincinnati Traction Com- 


pany. 


Impressive Safety Parade in 
New York 


Barron G. Collier, special deputy 
police commissioner of New York City, 
was grand marshal of a public safety 
parade under the auspices of the Bu- 
reau of Public Safety, Police Depart- 
ment, on May 17. Fifth Avenue was 
the scene of this two-hour procession, 
which included floats and marchers and 
bands and banners, presenting innu- 
merable safety slogans and represent- 
ing nearly everyone interested in 
safety work—except the street rail- 
ways. 

The parade was quite a picturesque 
and impressive dramatization of the 
need for carefulness and the penalty 
for carelessness. It was viewed along 
the line of march by probably several 
hundred thousand people, who must 
certainly have carried away with them 
a new thoughtfulness for playing safe. 

In a foreword in the program of 
marching order of the parade, Mr. Col- 
lier said: 2 


It has been our hope that this parade 
would so graphically present the story of 
the bureau and its work that each of you 
would feel the message that it has for 
you; that you would leave knowing that 
safety is a personal and individual mat- 
ter, and that the responsibility rests upon 
you too, in order that we might have your 
co-operation to the fullest extent, building 
toward a proper knowledge of the dangers 
with which we are surrounded and the 
most effective way with which to combat 
them—carefulness, 


Des Moines Men Receive Increase 
of Five Cents 


--An increase of 5 cents an hour over 
the present maximum hourly wage of 
54 cents, group insurance for the men 
and their families and a pension agree- 
ment were granted the employees of 
the Des Moines City Railway by the 
board of arbitration headed by the Rev. 
John T. Noonan. The decision of 
Father Noonan was signed by both of 
the other arbitrators, the Rev. Frank 
W. Mutchler, for the union, and W. C. 
Harbach, for the Des Moines City Rail- 
way. 

Granting of the 59-cent wage comes 
almost three months from the date of 
the union’s presentation of a demand 
for an increase of 26 cents an hour. 
The new wage agreement is retroactive 
to March 1, the date of expiration of 
the old contract. 

Acceptance of the arbitrator’s award 
by the union is regarded as a fore- 
gone conclusion, the Rey. Mutchler, hav- 
ing concurred in the report by affixing 
his signature. The hesitancy of the 
union to accept the Owen award a year 
ago resulted from the refusal of J. B. 
Wiley, business agent of the union, who 
was acting as the street car men’s arbi- 
trator, to sign the report. 

Des Moines car riders face an 8-cent 
fare, perhaps inside of thirty days, as 
a result of the award. The award 
means that practically $25,000 in a 
lump will be taken from the stabilizing 


fund which is now only $37,000 above 


the minimum necessary to maintain 7- 
cent fares. With this deduction there 
would be left in the fund only $12,000 
above the minimum fund of $100,000. 

The company’s monthly reports for 
February and March showed an aver- 
age monthly deficit of $8,000. With a 
pay increase of $12,000 a month the 
stabilizing fund will fall below the 
$100,000 mark this month, automati- 
cally bringing a return of 8-cent fares. 


Court Upholds Right of Spring- 
field Council to Ban Jitneys 


Leaders of the bus men of Spring- 
field, Mass., recently announced that 
operation of the buses would cease 
pending ultimate decision of the con- 
troversy arising from the ban placed 
on jitneys by the Transportation Board. 
The decision of the Transportation 
Board followed conviction on May 20 
of two jitney operators in police court 
on a charge of operating buses for hire 
without a license. Richard Talbot, 
counsel for the bus operators, said that 
he expected to take the case to the 
Supreme Court. 

A test case was made of independent 
bus operators in Springfield following 
condemnation and banning of this type 
of operation. On May 1 buses were 
banned, but Thomas M. Brunton and 
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George Mallis continued making their 
runs after their licenses had been dis- 
continued. The operators were accused 
on two counts. The first complaint was 
thrown out. It alleged a violation of 
the city ordinance by operating with- 
out a license between fixed termini. 
However, the operators were found 
guilty on the second count. This was 
based on the statute forbidding the 
operation of buses for hire without a 
license in a manner similar to that of 
street railways. On this point Judge 
Wallace Heady in the District Court 
found sufficient evidence for convicting 
them of operating “for hire” no matter 
if the revenue received did not consti- 
tute their only or chief object in oper- 
ating. 

Judge Heady’s decision defended the 
right of the licensing board of the city 
government to refuse the jitney men 
a license. He said that controversies 
between individuals and the lawful pub- 
lic authorities could not be settled by 
countenancing lawless and forbidden 
acts of the individuals in the public 
streets. To attempt to continue oper- 
ation of the buses, he though, was akin 
to anarchy. The court went into detail 
on the term “for hire,’ declaring that 
compensation or reward was one of the 
motives as well as one of the very 
considerable results of the operation. 
Mayor Leonard said the decision was 
not a question of personalities but of a 
principle which involved all the people. 


Cincinnati Men Vote Down 
Renewal of Wage Contract 


Members of the carmen’s union 
voted down on May 15 a proposal sub- 
mitted to them by the Cincinnati 
Traction Company, Cincinnati, Ohio, 
for a renewal of their present wage 
seale. The proposition, which was sub- 
mitted to the union several weeks ago 


by W. Kesley Schoepf, president of the - 


company, lost by a majority of fifty- 
eight votes. A total of 1,164 votes was 
cast, of which 611 were recorded 
against the proposition. The matter 
now goes to arbitration. The existing 
contract, which was made last year for 
one year’s duration, expires June 30. 
The highest scale of pay for platform 
men is 53 cents an hour, with 7 cents an 
hour more for one-man car operators. 

In submitting his plan for a re- 
newal of the present working agree- 
ment unchanged for three years, Presi- 
dent Schoepf advised them to consider 
also the worth of a rather long-time 
wage contract because of the uncer- 
tainty of economic conditions and that 
they were voting their cpinions regard- 
ing it. The fact was pointed out that 
coal miners and other union labor or- 
ganizations had acted favorably on pro- 
posals of contracts for a longer period 
than one year. 

Under the terms of the existing’ con- 
tract between the Cincinnati Traction 
Company and the union, should either 
desire to “open” the contract it is 
necessary to give a thirty-day notice 
prior to July 1. Because of the negotia- 
tions of the traction company with the 
city for a new or an amended franchise 
the officers of both the union and the 
traction company consented to go into 
conference some time ago rather than 
wait for the usual time. 
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Bus Service Begun Between 
Vancouver and New Westminster 


De luxe motor buses began operating 
between Vancouver and New West- 
minster under the name of the B. C. 
Rapid Transit Company, a subsidiary 
of the British Columbia Electric Rail- 
way, on May 1, five Fageol buses and 
one White bus being used. The distance 
between the two cities is 123 miles and 
a fifteen and twenty minute service is 
being given. 

The British Columbia Electric Rail- 
way operates an interurban line on its 
own right-of-way between the two 
places, charging 35 cents return fare. 
The new bus line charges 35 cents one 
way and 60 cents return, but it has 
been well patronized from the start in 
spite of the higher fare. 

On beginning operations the B. C. 
Rapid Transit Company took over the 
Blue Funnel Motor Line, a jitney serv- 
ice which has been in existence for 
about ten years. Thomas D. Coldicutt, 
manager of the Blue Funnel Motor 
Line, is now traffic superintendent of 
the B. C. Rapid Transit Company. 

Previous to the Blue Funnel Motor 
Line being taken over a number of the 
drivers owning cars and operating in 
conjunction with this line broke away 
and formed their own organziation, 
known as the Westminster Motor Line. 
A rate war then started, both jitney 
lines cutting the fare to 25 cents re- 
turn, which fare is now continued by 
the Westminster Motor Line, operating 
some eighteen jitneys. 

In spite of the lower competitive fare 
the B. C. Rapid Transit buses are be- 
ing well patronized, the public gladly 
paying the additional fare for trans- 
portation in a superior vehicle run by 
a substantial operator. 

The new buses terminate at the in- 
terurban stations of the British Colum- 
bia Electric Railway in Vancouver 
and New Westminster. As considerable 
revenue is derived from parcel express, 
arrangements had to be made to take 
over this business. All shippers in 
Vancouver and New Westminster were 
notified in advance of the new service. 

Previous to starting’ operations the 
full equipment of buses was paraded 
through the business streets of Van- 
couver and New Westminster so as to 
obtain the best advertising possible for 
the new service. ; 


Six Killed and Twenty-four 
Injured in Indiana Wreck 


Five persons were almost instantly 
killed, one died of shock and twenty- 
four others were injured, two seriously, 
when the Wabash Valley Flyer, a crack 
Indiana Service Corporation train be- 
tween Fort Wayne and Indianapolis, 
and an extra trail train collided at a 
curve inside the town limits of Roanoke, 
north of Fort Wayne, on Monday eve- 
ning, May 19, at 6 o’clock. 

Three separate investigations of the 
tragedy were under way on May 21 by 
the Interstate Commerce Commission, 
the Public Utilities Commission and 
the local authorities. It is expected 
that next Monday, May 26, a joint 
session will be held in an effort to fix 
responsibility for the fatal crash. 

Coroner J. W. Good of Huntington 
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County began an immediate investiga- 
tion. He places tentative blame for 
the tragedy on the crew of the east- 
bound extra train, which is believ 
‘to have over-run orders to meet the 
flier at Mahon, nearly a mile west of 
the point where the cars crashed. 
Robert W. Feustel, president of the 
Indiana Service Corporation, in a state- 
ment issued on May 21, said that the 
eastbound crew was to blame for the 
tragedy and expressed the belief that 
this would be shown definitely at the 
coroner’s inquest. i 
Motorman Frank Nolna, of the extra 
train, was seriously injured, but it was 
expected he would be able to testify on 
May 23 before both the coroner’s body 
and the joint meeting of the Interstate 
and the Public Service Commissioners. 
Both wrecked cars were destroyed 
beyond all hope of repair. They were 


- built of wood. The Indiana Service Cor- 


poration recently laid out a program 
of steel car construction, and a greatly 
enlarged part of the company budget 
during the coming year will probably’ 
be applied in furthering this plan of 


_substitution, as a result of the tragedy. 


Railway Reported to Be After | 
Bus Line : 


J. K. Newman, representing the re- 
organization committee of the United 
Railways, St. Louis, Mo., conferred re~ 
cently in Chicago with John Hertz, 
president of the Chicago Motorbus. 
Company, who also is interested in the 
People’s Motor Bus Company, St. Louis, 
regarding the possibility of arranging 
to include the St. Louis. bus lines in the 
new company which will be organized’ 
to succeed the United Railways when 
the receivership of that company is 
lifted. } 

The competition of the bus lines is 
not unduly severe, but the bus com- 
pany has applications pending for 
eight new lines. : 

Mr. Newman is reported to have 
made the following statement: 

Buses are a necessary part of any large 
transportation system. It is _ self-evident, 
however, that if they operate as competi- { 
tors of the railways, fares on the railways } 
cannot be lowered to the level that would 
be reached if bus profits went into the 
treasury of the railway system. 1a 

People want buses and they should have — 
them. If a man wants to pay 10 cents to 
ride home in a bus he should have that 
privilege. The reorganization plan con- 
templates satisfying that demand, but if 
the buses are competitors, they reduce rail-_ 
way traffic materially. If the buses oper- 
ate in conjunction with the railway the 
profits of the buses could be thrown into 
the railway treasury and make up for the” 
loss in traffic. It would mean in the end 
lower fares. 7 

I. do not mean that the buses if co- 
ordinated with, the railway would not com-~ 
pete with the street cars. They would. 
But the receipts would go to the same 
pocket and a reduction in street car tr ; 
would mean an increase in bus traffic. 
The volume would be the same. } 

While it is known that the reorgan-— 
izers of the railway would prefer to 
purchase the People’s Motorbus Com- 
pany outright, it has been intimated 
that Mr. Hertz and his associates might 
be invited to become financially imter- 
ested in the railway and operate 
bus lines as an auxiliary to the sti 
cars. 3 

Charged by the court with the resp 
sibility of conserving all the resov 
of the railway, the receiver has 
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tehearing Held on Santa Monica 
Bus Franchise 


Acting upon a petition of some 1,500 
rotestants, the California State Rail- 
oad Commission held a rehearing on 
fay 8 on the application of the Pacific 
jleetric Railway for a bus franchise 
n Pico Boulevard from the terminus 
f the Los Angeles Railway’s local Pico 
soulevard car line in Los Angeles to 
he city of Santa Monica. 

Several months ago applications of 
he Pacific Electric Railway, Bay Cities 
‘yansit Company, United Stages, Inc., 
nd D. G. Henderson were before the 
ommission for a bus line permit on 
ico Boulevard, which connects Los 
ngeles and the Santa Monica Bay dis- 
rict. At that time the Pacific Elec- 
ric Railway was granted the bus 
ranchise. After the franchise was 
ranted Mayor Steele of Santa Monica 
jined in a petition to the commission 
rotesting against the granting of the 
ranchise to the railway, claiming “ex- 
sssive and unreasonable rates of fare 
ere proposed to be charged.” The pe- 
tion was also presented to the City 
ouncil, Board of Public Utilities and 
layor of Los Angeles, asking the city 
fF Los Angeles to join with Santa 
flonica and oppose the railway. 

In the petition it was alleged that the 
ailroad Commission had no jurisdic- 
on and was without authority in Jaw 
) grant a bus transportat:on franchise 
1 Pico Boulevard within the city of 
os Angeles. The petition further al- 
ged that the schedule of fares of the 
uil line was in excess of the bus fares 
roposed to be charged by the other bus 
nes that made similar application for 
ie franchise. 

The commission explained its stand 
the matter of the bus permit granted 
ie Pacfic Electric and declared the 
-ovision whereby the commission could 
‘der the Pacific Electric to extend its 
ne from Santa Monica to the ter- 
inal of the Los Angeles Railway line 
1 Pico Boulevard-in Los Angeles had 
1 important bearing on the granting 
the permit. Commissioner Shore, 
ho presided over the case, stated that 
e@ commission regarded buses as 
ixiliary feeders for rail lines. Mayor 
ele said his protest was based chiefly 
1 the high rates, stating that the Bay 
ities Transit Company, which operates 


e bus system in Santa Monica, could. 


fer more reasonable rates: 

At the rehearing on May 8 it was 
aimed by counsel of the Bay Cities 
ransit Company that if it was given 
permit for the Pico Boulevard bus 
1e the company would put on three or 
ur buses, and that when they paid 
r themselves additional buses would 
/ operated to meet public demand. 
1e Bay Cities Transit Company’s ap- 
ication, denied at the previous hear- 
2, was due to lack of proper financial 
icking, Commissioner Shore stating 
at $40,000 in cash and $100,000 at 
e end of the first year’s operation 
uld be required of the operating com- 
my that was given the certificate. 
The Bay Cities Company proposed a 
sthod of financing the operation of the 
oposed bus line by incurring indebted- 
SS, which was different from the com- 
issioner’s suggestion, who stated he 
uld not consider any propos‘tion of 


financing bus operation on Pico Boule- 
vard which did not show the qualities 
of a substantial certainty. If the Bay 
Cities Company’s petition is denied its 
counsel threatens to carry the case to 
the Supreme Court. 

The Pacific Electric Railway now 
holds the certificate to operate over the 
Pico Boulevard route, but execution has 
not been made final, pending the out- 
come of this rehearing. The commis- 
sion is expected to decide the matter 
during the next few weeks. 


Ninety-five-Cent Pass in 
Washington, Pa. 


Inviting its patrons to join the Wash- 
ington Unlimited Ride Club, the Pitts- 
burgh Railways put into effect on May 
19 an unlimited-ride, fully transferable 
weekly pass to be sold at 95 cents for 
use on local cars within the city of 
Washington and Hast Washington. The 
cash fare of 6 cents remains. Wash- 
ington, a flourishing industrial and 
educational community of 30,000 or 
more is the terminal city of the Pitts- 
burgh-Washington interurban division. 
In one of its advertisements on the new 
pass the company urges the purchaser 
to bear in mind that for 95 cents he 
will from Monday morning to Sunday 
midnight need no change, need no trans- 
fers, be free to ride any number of 
times, be free to transfer his pass to 
another and make his fare as low as 
he pleases, just by making greater use 
of the cars. The company has installed 
fare boxes to aid in the collection of 
cash and ticket fares, but no change 
will be made in the method of account- 
ing for these. The company explains 
that the purpose of the passes is simply 
to reduce the number of transactions 
due the various classes of fares. A 
great deal of poster and other advertis- 
ing matter pertaining to the new plan 
accompanied its installation. 


Buses Will Replace Trolleys 
in Plainfield 


All lines of the Public Service Rail- 
way in Plainfield, N. J., are to be 
abandoned excepting the Union line, 
which runs through Bound Brook, 
El‘zabeth and to Newark, N. J., accord- 
ing to an agreement entered into May 
12 by the City Council of Plainfield, 
the Public Service Railway and the 
Public Service Transportation Com- 
pany. Buses are to be substituted in 
leu of the trolleys and the tracks of 
the Fourth Street line, the Arlington 
Avenue and the Netherwood lines are 
to go. The agreement also establishes 
a 5-cent fare within the city limits on 
both the buses and the trolleys remain- 
ing in service, but with no provision 
for transfers. The railway retains its 
franchise rights in the streets affected 
under the terms of the agreement, the 
maintenance of service by means of 
buses being construed as a fulfillment 
of the franchise obligations. The bus 
permits are to be for one-year terms. 
The transportation company which will 
operate the buses now has seven ve- 
hicles in operation and will install more 
in the near future. As each line is or- 
ganized and equipped to handle the 
traffic, the tracks will be taken up. 


Will File Improvement Plans 
for Brooklyn “L”’ 


The Brooklyn- Manhattan Transit 
Corporation will send to the Transit 
Commission for approval plans for 
steel guard rails which will be installed 
immediately on the Myrtle Avenue ele- 
vated and part of the Fulton Street 
lines. This, however, is only a begin- 
ning. The company expects to replace 
the present wooden inside guard tim- 
bers on all of its elevated structures, as 
rapidly as it requires replacement, by 
substituting steel rails. The company 
will also send plans to the commission 
for additional bracing for the Fifth 
Avenue line near Fourth Street, Brook- 
lyn. 

When these plans are approved by 
the Transit Commission the B.-M. T. 
will have carried out, or will have made 
complete preparat‘ons to carry out, all 
the major recommendations recently 
made by the joint committee of engi- 
neers representing the city, the Transit 
Commission and the company, after 
their thorough inspection of the struc- 
tures, cars and tracks of the elevated 
portions of the company’s rapid transit 
lines. 


New York’s Mayor Suspicious of 
Railway’s Bus Proposal 


Mayor Hylan of New York at a meet- 
ing of the Board of Estimate on May 
16 admitted that, in certain conditions, 
he was prepared to vote for a plan 
submitted by the Fifth Avenue Coach 
Company, even though that would in- 
volve a 10-cent fare, instead of a nickel. 

Representatives of the Third Avenue 
Railway and of the Fifth Avenue Coach 
Company, operating the buses on Fifth 
Avenue, presented plans for a bus 
transportation line extending along the 
Concourse from 138th Street and Mott 
Avenue to the northernmost limit of 
the Concourse, including spurs and side 
lines to serve the more thickly popu- 
lated areas-adjacent to that thorough- 
fare. : 

The Third Avenue Railway offered a 
universal system of transfers between 
the new buses and the company’s trolley 
cars operating in Third Avenue. Of 
this proposition the Mayor said: 

You don’t need to make any proposal 
here. Neither the Third Avenue Railway, 
nor the I. R. T., nor the B.-M. T. can put 
anything over on us. Even if you offered 
to let the Bronx people ride free, I should 
vote against your proposition, for I should 
be sure there was some trick in it. You 
can’t get anything here during my ad- 
ministration. Your plan of a universal 
transfer is just another scheme to fool the 
people. I will, vote against your proposal 
on general principles. 

When the application of the Fifth 
Avenue Coach Company came up for 
consideration, Mr. Wood, its general 
manager, said his company would be - 
satisfied to undertake the task on a 
temporary permit for ninety days, re- 
vocable at any time after that at sixty 
days’ notice. 

Representatives of the Third-Avenue 
Railway prevailed upon the Mayor to 
permit them to place their Bronx bus 
plan on the calendar in the form of a 
petition. Then, on the Mayor’s recom- 
mendation, all the applications went 
over for action in committee at a later 
date. 
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New York Men Reject Suggestion 
of a5 per Cent Wage Cut 


Employees of the Interborough Rapid 
Transit Company, New York, through 
their delegates, unqualifiedly rejected 
on May 20 the appeal of the manage- 
ment that they accept a 5 per cent cut 
in wages. In fact, the delegates unani- 
mously countered with a demand for a 
20 per cent increase in pay. The execu- 
tive committee of the brotherhood is 
not scheduled to meet again until 
June 3. 

Frank Hedley, president of the com- 
pany, in a letter to employees on May 
19 in regard to his request for a 5 per 
cent decrease in wages, called the atten- 
tion of the men to the fact that the 
average wage paid by the Interborough 
is higher than the weekly wage paid in 
representative manufacturing establish- 
ments in either the city or the whole 
state as reported by the Industrial Com- 
mission of New York. Answering the 
question as to how the road can keep 
going when it is not earning enough to 
pay expenses, taxes and interest, Mr. 
Hedley said: 

We have not been able to meet our pay- 
ments as they became due and we have 
been obliged to put some of them off in 
the hope of better times. -We are behind 
in the payment of our undisputed taxes 
to the extent of about $968,000. Of late 
we have been compelled to go rather slowly 
in the matter of prompt settlement for 
injuries, 

Mr. Hedley pointed out the following 
facts for the consideration of his men: 


1. Harnings are not enough to meet ex- 
penses, taxes and interest on borrowed 
money. 

2. Cash on hand is not enough to pay off 
deferred taxes, claims and similar items. 

3. If you consent to go back to the rate 
of last year, we shall probably just about 
break even during the year commencing 
July 1, 1924. 

4. After you take off this year’s 5 per 
cent inerease the average wages will still 
be ahead of the increase in the cost of 
living, and greater than the average wages 
paid in most of the industries in the city 
and state of New York and more than the 
average wages paid in cities where they 
have an increased fare. 

Mr. Hedley asked the men to consider 
these facts in making up their minds 
as to whether his request for wage re- 


duction was not fair and reasonable. 


Bus Competition of York Rail- 
ways Ordered to Stop 


The Pennsylvania Public Service 
Commission recently ordered John H. 
Longstreet, a bus operator, and his 
agents to cease operating motor vehi- 
cles as common carriers within the 
Commonwealth of Pennsylvania until 
they had obtained from the commission 
a certificate of public convenience. The 
bus has been operating since October 
1, 1923. 

Following the refusal of the York 
Railways to extend city service to a 
real estate development, known as East 
York, approximately 1 mile from the 
end of the Market Street line, the real 
estate operator placed in operation on 
a thirty-minute schedule a twenty-one- 
passenger bus called a “Community 
Bus.” The route of the bus paralleled 
the tracks of the York Railways from 
East York to Centre Square, York, a 
distance of 24 miles. On the outside of 
the bus was lettered “Maintained by 
voluntary contributions.” 

It was the contention of the operator 
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that he did not need a certificate of 
public convenience, claiming that he 
was not charging a fare or operating 
for profit. The railway entered a pro- 
test before the commission and on May 
8 last received a favorable decision. 
The commission ruled that the cir- 


culation of cards reading “Don’t ride - 


in the trolley cars, wait for the bus, 
give away a nickel—save 2 cents” 
forced one to the conclusion, in the 
light of the complainant’s 7-cent fare, 
that the purpose was to enter into a 
regular-scheduled competitive service 
with the railway company. The com- 
mission also stated that the fact that 
the bus operator received passengers 
at any point along the route completely 
nullified the conception of an engage- 
ment in private carriage for the benefit 
of the residents of a given community. 


Routing Cars Around a New 
Merchandising Loop 


All the town sat up and looked sur- 
prised when Herpolsheimer’s store in 
Grand Rapids bought free transporta- 
tion for the public from the Grand 
Rapids Railway, Grand Rapids, Mich. 
It’s one thing to charter a score of cars 
to give the orphans an outing or carry 
a Sunday school picnic to the boats or 
to boost the ball game, but the instances 
are isolated where the cars have been 
called into play by the retailer to direct 
a stream of shopping to a special mer- 
chandise event. Yet this is just what 
Herpolsheimer Company, a large de- 
partment store in Grand Rapids, did 
April 30 to celebrate with all due 
honors its fifty-fourth anniversary sale 
during May. 

An agreement was reached between 
the Grand Rapids Railway and this 
large store whereby every street car 
in the system would carry people down- 
town between 9 and 11 a.m. on a stipu- 
lated day, at the expense of the Her- 
polsheimer Company, and this was 
broadly advertised as an anniversary 
feature. 

The day previous each car bore a 
sign on the front which read “Ride Free 
to Herpolsheimer’s—54th Anniversary 
Tomorrow, 9 to 11 a.m.,” while on two 
windows of each car appeared a card 
reading “Free Ride on This Car Friday 
9 to 11 am. Compliments Herpols- 
heimer’s—54th Anniversary.” Over 
the mouth of the fare box was placed 
a hood which explained “Free Ride 
Courtesy Herpolsheimer’s—54th Anni- 
versary.” 

A double-page newspaper announce- 
ment told of scores of special offer- 
ings just for a three-hour period from 9 
to 12 a.m. This spread showed by com- 
parison of old and new types of cars 
the rapid progress of the local railway 
since the days when Herpolsheimer’s 
began business. Crowds availed them- 
selves of the opportunity to join in 
the celebration and the close co-opera- 
tion of the railway officials, the staff 
and the store helped every phase of 
the plan, drawing compliments from the 
shopping and traveling public. 

Store officials declared that, regardless 
of their destination, Herpolsheimer’s 
enjoyed having people make use of the 
cars freely with its compliments, since 
it was its birthday and the treat should 
naturally be on the store. 
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Agitation for Staggered Hours 
Being Heeded 


Managers of fifteen theaters in New 
York recently decided to conclude their 
performances on matinee days at 4:40 
p-m., so as to make it possible for their 
audiences to use the various transpor- 
tation lines before the height of the 
rush hour. This action on their part 
is entirely voluntary. The desirability 
of an arrangement of this kind has 
been stressed on several occasions by 
the New York Transit Commission, and 
during the severe snowstorm of Feb. 19 
officers of the commission got into touch 
with large employees of labor prin- 
cipally through the Chamber of Com- 
merce and urged the early dismissal of 
forces so as to relieve traffic congestion. 

The action of the theater managers 
is in keeping with that of several busi- 
ness concerns that have voluntarily ad- 
justed the working hours of thousands 
of employees so as to bring them to 
their offices ahead of the peak rush in 
the morning and to send them on their 
wayhomeward ahead of the evening 
maximum loads. 

In commenting on the action of the 
theaters Commissioner Harkness said 
that the difference should be particu- 
larly noticeable on Wednesday and 
Thursday afternoons, particularly in 
the winter season, when all traffic upon 
the subways, elevated railroads and 
surface car lines is at its maximum. 
The addition, just at five o’clock or 
a few minutes after, of the thousands 
forming the matinee audiences in the 
theater districts has been a serious tax 
upon the transit facilities. The situa- 
tion upon Saturday afternoons has been 
almost as bad, but has been mitigated 
slightly, however, by the fact that the 
Saturday half holiday, which now sc 
generally prevails in many trades and 
professions in New York, has lightened 
the late Saturday afternoon traffic tc 
some extent. 

-Working along similar lines, P. H. 
Woodward, general passenger agent of 
the Long Island Railroad, has urged a 
general readjustment of Manhattan’s 
business hours as a palliative for the 
commuter congestion on railroads intc 
New York. The Long Island road is 
taking the initiative in an effort ai 
readjustment. Its employees are largely 
commuters, riding free but filling space 
just the same. The working hours of 
hundreds of employees are being 
changed from 9 and 5 to 8:30 and 4:30 


Approves Requests for Intracity 
Increases 


In filing its formal appearance with 
the Indiana Public Service Commis- 
sion on May 16 in the cases of the 
Fletcher Savings & Trust Company 
Indianapolis, as receiver for the Beeck 
Grove Traction Company and_ the 
Union Traction Company, as operatol 
of the Broad Ripple line in Indianapolis 
the city corporation counsel approveé 
the requests of the companies for in. 
creases in the intracity fares to be 
equal to the 7-cent fare granted . 
Indianapolis Street Railway. The Beeck 
Grove line proposes to sell four tickets 
for 25 cents, just as the railway wil 
do. The Union Traction Company does 


d 
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ot make any such proposal and the 
yrporation counsel said he believed it 
hould be required also to issue tickets 
t that rate.- A movement is on foot 
» cut the fares for school children on 
ll intracity lines. 


General Fund Not Available 
to Pay Seattle Tax 


Court action, with the city of Seattle 
s defendant, impends as the result of 
iorporation Counsel T. J. L. Kennedy’s 
pinion on the street railway tax agree- 
ent, by which the city was to pay 
hree-fourths and the Puget Sound 
ower & Light Company one-fourth of 
he 1919 taxes on the Seattle Municipal 
ailway. The Corporation Counsel now 
ules that the city has no legal right to 
raw on either the general fund or the 
treet railway department for the 
10ney wherewith to pay its share of 
he 1919 railway property tax, and 
hat the city is without authority to 
ssue bonds for the purpose of meeting 
he payment. The Corporation Counsel 
Iso holds that the City Council, in 
greeing to share payment of the tax, 
xceeded its authority. 

As a result, the Council, meeting in 
committee of the whole, has instructed 
he city clerk to notify A. W. Leonard, 
resident of the Puget Sound Power & 
ight Company, that the city will not 
oluntarily pay any part of the 1919 
ax. The Council has been advised that 
f the county treasurer is forced to pro- 
eed in distraint in the case he can act 
nly against the power company, as the 
ailway property appears on the assess- 
nent rolls in 1919 as company holdings. 

Mr. Leonard, in a letter to the Coun- 
il, urged the payment of the city’s 
hare of the taxes. Corporation Coun- 
el Kennedy, however, held that the 
ax cannot be paid from the general 
und because the tax was included in 
he original purchase, and not incurred 
ater; that it cannot come from the 
ailway revenue fund, because of 
tatute prohibition, and because of the 
utstanding indebtedness against the 
ailway at present; it cannot be raised 
yy bond issue, he asserts, because pro- 
rision for bond issuance was not in- 
luded in the original purchase ordi- 
lance. 


Relic Uncovered in Grand 
Rapids Street 


The Grand Rapids Railway, Grand 
fapids, Mich., in constructing new 
rack in the downtown section, encoun- 
ered what proved to be a novel but 
ormidable problem in preparing the 
‘xcavation. The obstacle was an old 
able conduit. 

The cable road was an episode in the 
uistory of Grand Rapids of more than 
hirty years ago. The company ex- 
ected the excavation would be an easy 
ob with electric drills and a steam 
shovel, but the conduit had to be broken 
ip by battering ram methods and then 
‘arted away in fragments—a slow and 
-ostly process. ; 

The conduit was in as perfect form 
us when it was built. The steel forms 
were somewhat rusted, but the con- 
struction still would have been service- 
able if Grand Rapids were to return to 
he cable road methods. 


Illinois Company Will Make 
Wage Overtures 


A committee named by the street 
railway employees’ local, No. 313, of 
Illinois, to negotiate with the Tri-City 
Railway on a new wage contract begin- 
ning in June, has left the matter of a 
wage scale entirely in the hands of the 
company officials with a recommenda- 
tion that an increase be granted and 
that the first offer be made by the 
company. This move, which became 
known im union circles, is different 
from the course that has been followed 
in recent years, when negotiations of a 
wage agreement were being held be- 
tween the railway company and its 
employees. It was explained by union 
officials that if the offer of the com- 
pany is unfavorable, then a board of 
arbitration will take charge of the con- 
troversy. The union has fixed no 
figure as to the increase it will ask. 
Working conditions have ‘practically 
been agreed upon and therefore will 
not enter into the wage controversy, 
it was stated. The car operators re- 
ceive 58% cents an hour at present, 
while the maximum wage paid to the 
shopmen is 682 cents. The agreements 
of the railway employees expire at 
midnight May 31. 

It became known that the employees 
of the Iowa division of the Tri-City 
Railway will handle the wage negotia- 
tions with the traction company in the 
same manner as on the [Illinois side. 
The Iowa operators and shopmen also 
ask more wages, but have not fixed a 
definite amount for the increase, giving 
the company an opportunity to make 
the first offer. 


Utility Measures Will Go Before 
California Voters in November 


According to petitions being circu- 
lated throughout the State of Califor- 
nia several utility issues will probably 
come up before the voters at the ballot 
next November. Proponents of these 
measures must succeed before Aug. 5 
in securing the required number of 
signatures. 

One issue involving traffic control, 
and known as the franchise act, pro- 
vides that the State Railroad Commis- 
sion shall have the exclusive power to 
grant determinate or indeterminate 
franchises for motor vehicle transpor- 
tation for compensation upon streets 
and highways, the same to apply to 
interurban and suburban railways. 
Another act favored is one to tax pub- 
licly owned public utilities, which pro- 
vides that utilities owned by municipal- 
ity, county, district or other public 
agency are subject to the same tax 
as utilities owned by corporations. 
Another act is proposed to regulate 
publicly owned public utilities, which 
provides that they shall be under the 
jurisdiction and control of the State 
Railroad Commission. 

Two proposed state constitutional 
amendments are favored, one of which 
is known as the utility tax amendment 
and provides that a public utility, pay- 
ing state taxes, may deduct from gross 
receipts from operation of its business 
any amount it pays to another public 
utility when that amount is included in 
gross receipts from which tax of the 


latter utility is computed. A munici- 
pal public works act is proposed which 
authorizes two or more municipalities 
to acquire or control by contract public 
works for supplying inhabitants with 
light, water, power, heat, transporta- 
tion or other utility service. 


Application of Business Principles 
Responsible for Detroit Success 


“Such success as has been ours I 
attribute, first, to our strict adherence 
to sound business principles and, sec- 
ond, to freedom from political inter- 
ference. Under the Detroit charter we 
are responsible to nobody but the 
Mayor. The City Council cannot med- 
dle. I am not prepared to say that 
municipal ownership is a success, even 
in Detroit—only time can demonstrate 
that—much less that it would be a suc- 
cess for cities of the nation at large.” 

The speaker was Griffith C. Ellis, 
president of the Detroit Street Railway 
Commission. He was talking about the 
experiment in municipal ownership in 
that city. He has been wintering in 
California and the Los Angeles Sun- 
day Times recently sought him out so 
as to tell its readers about the situa- 
tion in Detroit. Mr. Ellis said that his 
training as a business man led him to 
the conclusions shared by most other 
American business men—he was op- 
posed to government ownership or, for 
that matter, to encroachment by gov- 
ernment upon the functions of private 
business, except when absolutely neces- 
sary, and then as little as possible. 
Mr. Ellis is quoted in part as follows: 


Municipal ownership was undertaken by 
Detroit as an emergency measure. The 
city and the Detroit United Railways had 
been at loggerheads for years. The people 
were getting more and more exasperated, 
the city was being strangled for lack of 
adequate service, the company was getting 
more and more apprehensive of the future 
and was spending less and less money, the 
property was running down, and there was 
nothing in such a situation to attract new 
capital. 

When it was proposed that the city pay 
for pavement laid between the rails of the 
municipally owned railway, we refused to 
concur. In Detroit as in most other Ameri- 
can cities, the railway always had been 
required to lay the pavement and we in- 
sisted that our experiment be conducted 
under precisely the same conditions as 
governed private business in the same field 
elsewhere. By accepting a gratuity from 
the city and permitting the taxpayers to 
do the paving, we could have saved $1,000,- 
000 a year, but we refused on principle, 
and, of course, we pay full taxes. 

We have been censured because We carry 
no depreciation account. We believe in the 
principle of such accounts and the time is 
not distant when we shall open one of our 
own, but for the present we need all our 
money for repairs and replacements. Our 
best answer to criticism, perhaps, is that 
admittedly the property is now in far better 
condition than it was when we took it over. 

All repairs and replacements have been 
paid for out of earnings. I do not know 
whether we are required legally to do so or 
not, and it makes little difference, for we 
assumed that we were and we knew that 
if we were not we ought to be. Money 
raised by bond sales has. been spent on 
nothing but extensions and the purchase 
of new equipment. 

Increased wages to platform men, 
awarded by an arbitration committee to 
which a dispute was referred, have forced 
us to raise fares from 5 cents to 6, with 
tickets sold in strips at reduced rates, which 
brings the average down to about 5.55 cents. 

We are paying the second highest wages 
in the country—exceeded only by New 
York and Chicago—and giving the second 
cheapest fare. Raising the fare higher 
would have put us in better financial posi- 
tion, but we chose to reimburse ourselves 
only for the actual loss imposed by the 
arbitration award. 
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News Notes 


Cohoes Trackless Trolleys Delayed.— 
The Capitol Transportation Corpora- 
tion, formed by officials of the United 
Traction Company, Albany, N. Y., has 
received a setback in its application to 
operate trackless trolleys in the city of 
Cohoes. The residents there are not 
satisfied with the proposed route of 
operations and as yet no permit has 
been granted. 


Course in Utilities at Harvard.—Har- 
vard University, has established a 
course on public utilities in its school 
of business administration. The pro- 
fessor in charge will be Theodore How- 
ard Dillon, who will have associated 
with him Charles Williams of the Phila- 
delphia Electric Company. 


Seeks Increased Rates.— The Nova 
Scotia Tramways & Power Company, 
Halifax, N. S., is seeking permission 
to increase its railway fares from 7 
cents to 10 cents. 


Complains of Trolley Delay.—Delay of 
trolley traffic on Lake Street, a main 
artery for motorists between Minnea- 
apolis and St. Paul, Minn., by automatic 
semaphores has become so harassing 
that vice-president J. T. McGill of the 
Minneapolis Street Railway asked the 
street railway committee of the City 
Council to help expedite travel across 
street intersections where these sema- 
phores operate. 

Who Decides Bus’ Permits?—City 
Solicitor Gaffney of Philadelphia re- 
cently stated that a motor bus line was 
not a street railway referring to the 
act of the Public Service Commission 
in granting to the Philadelphia Rural 
Transit Company a certificate to oper- 
ate a bus line in Germanstown before 
the City Council had granted such per- 
mission. He said that in this case the 
certificate granted was only a tempo- 
rary one. 
case will be brought up before the 
Superior Court shortly involving a bus 
company in Chester procuring a certifi- 
cate and beginning operation without 
a franchise from the municipality. A 
second company appeared and secured 
a certificate from the City Council, but 
had no sanction of the Public Service 
Commission. The question which the 
court will decide is which of the two 
companies has the right to operate. 

Pays for Paving.—Carrying out the 
provisions of the contract agreement 
for the reorganization of the Pittsburgh 
Railways, Pittsburgh, Pa., Arthur W. 
Thompson, president of the traction 
company recently transmitted two 
checks, a total of $75,000 to C. K. Rob- 
inson, special assistant ‘city solicitor in 
charge of public utilities litigation, as 
the first quarterly installments for 
street repaving work and for bridge 
toll and pole tax. The payments were 
divided into two items one of $50,000 
and a_ second for $25,000. Under the 
provisions of the contract agreement, 
the company will pay the city $200,000 
a year in quarterly installments to 
finance the cost of street work between 
the railway tracks. Another provision 


He stated further that a, 
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of the contract stipulates that as a sub- 
stitution for all bridge tolls, pole tax, 
car tax, ete., the company shall pay the 
city $100,000 a year in quarterly in- 
stallments. 

Pays Its Share of Paving.—Instead 
of contesting the right of the city of 
Pottsville, Pa., to compel it to pay a 
part of street-paving costs where its 
tracks are located, the Eastern Pensyl- 
vania Power & Light Company recently 
announced it would pay its full share. 
Last year the company protested 
against being compelled to pay these 
costs. 

Decrease in Accidents.—The Morris 
County Traction Company, Morristown, 
N. J., reports a decrease of 51 per cent 
in accidents in April, 1924, compared 
with April, 1923. During April a year 
ago 60 per cent of the cars were two- 
man operated and in April, 1924, all the 
cars were operated as one-man cars. 
On the main line, on which one-man 
operation was started on March 23, 
1924, the company reports a decrease 
of 42 per cent in the number of acci- 
dents over a similar period during 1923. 

Ohio Preperty Starts Bus Operation. 
—The Columbus, Newark & Zanesville 
Electric Railway, Zanesville, Ohio, has 
received the first of its new bus equip- 
ment for use on the Ridge Avenue 
route. The two new Fageol coaches 
ordered cost in the neighborhood of 
$9,200 apiece. The buses will be run 


to the Kearns-Gorsuch plant and will 


relieve congestion that has been felt 
there in the past. 


Seeks Increased Fare.—The Texas 
Electric Railway, which operates the 
lines in Waco, Tex., has petitioned the 
City Commission for authority to in- 
crease the fare in Waco from 5 cents 
to 7 cents with four tickets for 25 
cents. Before the petition was sub- 
mitted to the City Commission, the mat- 
ter of increased fares was placed before 
a meeting of the stockholders of the 
line, held in Waco and presided over 
by Jack Beall, Dallas, president of the 
Texas Electric Railway. Mr. Beall sub- 
mitted to the meeting of stockholders 
a statement of the financial condition of 
the property and declared that service 
could not be maintained at its present 
standard under a 5-cent fare. The 
president declared that he believed the 
company entitled to a 7-cent fare with 
a 34-cent rate for school children. He 
said the proposed extension of the line 
to the Bellmead shops and railway 
yards of the Missouri, Kansas & Texas 
Railway Company could not be under- 
taken unless the 7-cent fare was 
granted. 


Want Center Curbing and Poles Re- 
moved.—An ordinance providing for the 
removal of the curb and trolley poles 
of the United Railways in the center of 
Delmar Boulevard from King’s High- 
way to Clara Avenue has been pres- 
ented to the St. Louis Board of Alder- 
men by the Director of Streets and 
Sewers, Clinton H. Fisk. The center 
curbing separates the street cars from 
the vehicular traffic along Delmar 
Boulevard and has been a decided ad- 
vantage to the railway in the move- 
ment of its cars. The curbing in- 
closed a strip 32 ft. wide and the com- 
pany has established wooden platforms 
for the convenience of patrons desiring 
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to get on and off cars. These platforms 
have served as safety zones for pedes- 
trians menaced by speeding automo- 
biles. However, autoists claim that the 
parked right-of-way of the street cars. 
prevents a free movement of automo- 
bile traffic and that the poles in the 
center of the street are unsightly. 

“The First Electric Railway.’”—The 
papers, of Binghamton, N. Y., during 
the week ended May 17 carried a pic- 
ture of Binghamton’s first trolley car 
in 1886. The occasion was a contro- 
versy in the New York Herald-Tribune 
as to when the first electric car was 
operated in the United States. 

Bus System Refused.—The Public 
Service Commission recently issued an 
order denying the petition of the Wash- 
ington & Rockville R.R., Washington, : 
D. C., for permission to substitute a 
bus system on the Silver Spring end 
of its line. At the same time the 
commission granted permission for the 
use of one-man safety cars on the line 
provided the tracks are lowered at 
Silver Spring to eliminate the grade 
crossing.. This means the railroad will 


~have to pay the $17,500 demanded by 


the state roads commission as its share 
of the expense of the elimination of 
the grade crossing at Silver Spring. 
The company notified the commission 
it was willing to pay $12,500 as a fair 
proportion of the cost. The commis- 
sion has received assurance that a 
number of residents of Silver Spring 
will buy bonds of the company, which 
will be used to make up the difference 
between what the company is. willing 


to pay and what the State Roads Com- 


mission demands. 


Company to Assume Loss.—The St. 


Paul City Railway, St. Paul, Minn., has 
assumed liability for repayment to 
employees of $44,000 savings funds de- 
posited to their credit with the Capital 


Trust & Savings Bank, which was. 


closed by the state department of 
banking. This money represents a 
monthly deduction of 2 per cent from 


the pay of each worker for a long 


period. Horace Lowry, president, said 
it was only right that the company 


should assume the liability and guar-_ 


antee repayment on demand. The com- 
pany selected the bank and will take 
over a proportionate amount of the 
assets and shoulder any loss that may 
result from the liquidation. 

Would Limit Bus 


Franchise Ten 


Years.— To obtain a bus ordinance 


against which no reasonable objections 


could be raised, Charles B. Hall, presi-_ 


dent of the City Council of Philadelphia, 
Pa.; Chairman Walter of Council’s com- 


mittee on transportation and public util-_ 


ities, and City Solicitor Gaffney recently 
discussed amending an ordinance, now 
before the Council, granting the Phila- 
delphia Rural Transit Company a fran- 
chise for a city-wide system of motor- 
buses. 


a a 


It was decided to recommend to — 


the Council an amendment whereby the © 
life of the proposed franchise would be © 


In addition to 
the change in tenure for the franchise, 


another change agreed upon would pro- 


limited to ten years. 


bus to be paid to the city. Coleman J. 
Joyce, counsel for Philadelphia Rapid 
Transit Company, said he would sub- 
mit the proposed amendments to his 
company. 


% 
vide for a fee of $50 for every motor- | 


— 
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Foreign News 


hain of Tourist Hotels Planned 
by P-L-M 


Le tourisme is a business in France. 
here is not a single element catering 
» the traveler today but what is de- 
sloping its tourist business by the 
auguration of electric railway feeders 
ad motor buses and stages in natural 


od historic sites throughout the rhom- . 


id of modern France. In the forefront 
* the movement is the Paris-Lyons- 
lediterranean Railway, the first trunk 
ne to inaugurate long-distance tourist 
yates by motor bus and electric rail- 
ay in the Alps. Next in order follows 
ie Midi Railway in the Pyrenees dis- 
icts and the State Railways in the 
mous historic forest regions of the 
e de France, immediately surround- 
g the capital. 

Besides the formidable Route des 
lpes itinerary from the Mediterranean 
_ Lake Geneva and to Mulhouse, the 
rcuits of the Forest of Fontainebleau 
1d Avignon and the Ardech, the rail- 
ay is fathering a series of stop-over 
ytels available for tourists at the end 
-each day’s run. The project. is still 
the paper stage but, following in 
ie footsteps of the Compagnie Gen- 
ale Transatlantique in Morocco, a 
ain of what may be called “motor- 
is hotels” is soon to come into being. 
ne capital set aside by the railway 
r the purpose is 12,000,000 francs, 
id the president of the subsidiary com- 
ny is Monsieur Stephane Derville, 
esident of the board of the P-L-M 
ailway. 


Paris Car Tracks May Be 
Removed 


The Paris, France, Prefecture of 
jlice, which regulates street traffic, is 
eparing to issue new regulations, 
hich will result in a whole new layout 
street car traffic in the near future. 
) far as possible it has been deemed 
sirable for aesthetic reasons to keep 
e street cars off the more imposing 
ulevards and avenues. This has re- 


Ited in placing car lines on some of, 


e most crowded thoroughfares of the 
by, although there are tracks on many 
ide streets and boulevards. Weaving 
eir way through side streets to cen- 
al points like the Opéra, the Made- 
ine and Saint Germain des Pres, they 
ivé proved a drawback to rapid move- 
ent of other street traffic. It is now 
oposed to terminate these lines at 
nat may virtually be called the belt 
the outer boulevards, taking into 
nsideration that the five great rail- 
4y stations must perforce have direct 
nnection. From these points, none of 
aich is more than half a mile from the 
9éra quarter, accelerated service will 
run to the immediate suburbs as at 
esent. The chief relief is looked for 
the Rue Reaumur and the Rue du 
iatre Septembre. 

Since the street car lines are now 
part of the Transports en Commun, 


which comprises all local transporta- 
tion facilities in the city, there may be 
no loss in revenue to the company as 
a whole. The change will mean an 
increase in bus lines and increased 
traffic on the various subways, of which 
new short connecting links are being 
opened. 


Articulated Car Shows Speed 
to Hollanders 


The street car pictured on this page 
accommodates from twenty to thirty 
persons (assuming that some of them 
stand) and, being built in two sections, 
can negotiate short turns easily. The 


Car with a Ford Motor Operated 
in Rotterdam 


correspondent says that a Ford motor 
in a Dutch car is an experiment that 
promises to be highly successful, as 
Ford motors have shown a tendency to 
supplant other varieties in Rotterdam 
and elsewhere. The JOURNAL is get- 
ting further information. 


More London Tube Extensions 


It is reported that the contract has 
been let for the construction of the 


‘tunnels for the extension of the Charing 


Cross & Hampstead Railway from 
Charing Cross to a junction with the 
City & South London Railway at Ken- 
nington, a distance of about 2 miles. 
The cost of the tunnel work is put at 
about £400,000. 

On May 3 it was announced that con- 
tracts had been settled for the driving 
of the tunnels of the City & South 
London Railway southern extension 
from Clapham Common to Morden, a 
distance of about 5 miles. The price is 
about £600,000. The cost of stations, 
rolling stock, ete., will bring the total 
up to about £3,500,000. 

These two extensions and the pro- 
longation northward of the Charing 
Cross & Hampstead Railway to Edg- 
ware (now under construction) will 
complete the major part of the under- 
ground railways developments at pres- 
ent authorized. 

If the contractors complete their 
work in the fifteen months allotted, it 
will be the quickest piece of tube tun- 
nel driving yet accomplished. To insure 


that the work is done on schedule time, 
ten rotary excavators will be employed, 
each having a forward drive of 15 ft. 
to 20 ft. per day. The total weight of 
cast-iron segments for lining the tun- 
nels amounts to 60,000 tons. There 
will be seven stations, all equipped with 
escalators. The population served by 
the extension is about 300,000 and it 
is estimated that it will carry 50,000,- 
000 passengers annually. 

The City and South London Railway 
is now linked up with the Hampstead 
line by a new tube extending from 
Euston to Camden Town, a distance of 
a mile. The section from Euston to 
Moorgate has been entirely recon- 
structed and the Underground began 
through train service between Hendon, 
Golder’s Green, Highgate and the City 
on April 20. The whole of the work 
was accomplished without interruption 
of the normal services provided on the 
Hampstead Line. 

Provision had to be made for the 
uninterrupted flow of traffic on six 
separate tube lines, which converged to 
a point just south of Camden Town. 
Flat junctions were out of the ques- 
tion, as during busy hours trains would 
have to wait for each other to pass. 
The difficulty has been overcome by 
means of “flyover” and “flyunder” junc- 
tions. The trains on each line will run 
in separate tunnels which rise over or 
pass under each other. 

Ninety-six trains per hour will have 
to pass over the junction in all direc- 
tions. The maximum capacity- of the 
new junction is 160 trains per hour. 
Although work was started from sev- 
eral different points and altogether 
some seventeen connections were made 
between new and existing tunnels, at 
no point was the margin of error in 
calculation more than one quarter of — 
an inch. 


Trolley Bus Not Approved for 
Dundee. — Dundee, Scotland, being a 
city of very steep gradients, is not 
suitable for the adoption of the rail- 
less system of electric traction, accord- 
ing to Walter Young, general manager 
of Dundee Corporation Tramways, re- 
porting to the tramways committee. 
That the tramways there could be 
superseded by trolley buses, he says, 
is unthinkable. Dundee, he continues, 
is well served by the tramways and 
will be for many years, and it would — 
require a much more mobile vehicle 
than a railless car to supersede the 
tramways. 


War Bonus Gives Paris Omnibus 
Company Profits.— The Compagnie 
Générale des Omnibus de Paris, the 
bus section of the Transports en Com-_ 
mun, showed gross profit for 1923 of 
18,664,356 frances, and net profit of 
12,880,160 francs. The third payment 
and the part of the war bonus guar- 
anteed by the municipality of Paris, as 
a result of the taking over and welding 
of all public service vehicles into a 
single unit, amounted to 17,537,805 
francs. Accordingly the bonds show a 
“dividend” of 58 francs and the stock 
of 33 francs. The showing is con- 
sidered remarkable, but it is made 
possible by what amounts virtually to 
a municipal subvention. 
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Financial and Corporate 


Municipal Line Needs 
$987,500. 


New York City Official Requests Addi- 
tion to Revolving Fund for 
Staten Island Line 


Commissioner Grover A. Whalen of 
the Department of Plant and Structures 
of New York City has sent to the Board 
of Aldermen a request that it adopt 
a resolution asking the Board of Esti- 
mate to authorize the issuance of 
$50,000 in special revenue bonds to 
replenish the revolving fund for the 
operation by the city of the Staten 
Island Midland Railway, a 32-mile line. 

Attached to the application Commis- 
sioner Whalen submitted a statement 
covering the city’s operation of the 
Midland lines. In it he says, in part: 


When the road was turned over to this 
department by the receiver its rolling- 
stock equipment consisted merely of four 
passenger cars, the prior operation having 
been conducted with cars leased from the 
Richmond Light & Railroad Company, and 
it was therefore necessary for the city to 
purchase rolling stock required for the 
operation. 

The commissioner’s statement recites 
the authorization of $100,000 special 
revenue bonds for the revolving fund 
approved in 1920 and 1923 and con- 
tinues: 


In addition to the moneys already ex- 
pended by the city for replacements and 
betterments on other than rolling stock on 
the Midland trolley lines, it is estimated 
that an expenditure of $987,500 will be 
necessary for renewal of tracks, new cars 
and for repairs to carhouses if the city is 
to continue the operation for any consider- 
able time, but with such expenditure it is 
estimated that safe operation would be as- 
sured for from five to ten years. 


The statement includes a table show- 
ing total investments by the city, in- 
cluding the revolving fund, of $450,000. 

The statement: continues: 


In addition thereto a considerable amount 
of work was done for the betterment of the 
railway, and these items are carried and 
charged to the capital account, being a first 
lien on the property of the Staten Island 
Midland Railway. 

of 


A summary 
follows: 


the betterments 


Rehabilitation of overhead line 


and signal systems ......... $37,512.88 
Rehabilitation of track and road- 
WEY, 5s ete ntalene se feeneg ne nee 74,201.80 
Rehabilitation of building and 
structures: <3) ae 45,863.41 
Rehabilitation of sub-station 
equipment ace ener eee 9,435.29 
Rehabilitation of receivers’ cars: 
Passenger nis. hao ae 43.68 
Service’ inter eee 957.65 
rates 1,501.33 
Reorganization of road ....... 15,023.93 
Total betterments ........ $183,538.64 


The commissioner Says that in ac- 
cordance with the agreement entered 
into with the receiver of the Staten 
Island Midland, the following accounts 
were set up on the books, being a 
charge against operating expense: 


To take care of taxes.......... 57 1 
Interest (5 per cent per annum ee 
On mvestment) 7.7. pees 46,279.67 


DORA rn). 55 see ee $103,419.55 


Up to June 30, 1923, the commis- 
sioner explains, there has been set aside 
for depreciation reserve the sum of 
$22,000. For the period subsequent the 
engineers of the department are now 
revising depreciation charges and upon 
their report there will be set up the 
revised charges. The statement con- 
cludes: 

There is as of March 31, 1924, unvouch- 
ered bills for power amounting to $32,018, 
and for materials, supplies, etc., amounting 
to $10,500. 

It will be seen that it is now necessary 
to apply to the Board of Aldermen and to 
your board for a further issue of special 
revenue bonds to meet the expenditures of 
operation if the operation of the Staten 
Island lines by the city is to be continued. 

It should be stated—and it is gratifying 
to note—that a comparison of revenues 
shows an increase of 10 per cent in re- 
ceipts for the year 1923 as compared with 
the year 1922, 


$124,838 Net for Toronto 
Municipal Line 


The report of the Toronto Trans- 
portation Commission, the second to be 
issued since thei city took over the sys- 
tem of the Toronto Railway, shows the 
total revenue for 1923 as $11,852,334, 
and the net $124,838. The income avail- 
able for fixed charges was $3,747,654, 
allocated as follows: Interest and sink- 
ing fund on capital account, $2,387,725; 
depreciation $877,090; reserves of un- 
redeemed tickets, workmen’s compensa- 
tion, public liability and contingencies, 
$358,000; leaving a surplus on the 
year’s operation of $124,838. 

The expenditure covering extensions 
is given as approximately $27,000,000; 
that for civic car lines, $2,400,000, the 
price of property of Toronto Railway 
Gf the majority award is sustained), 
the Toronto and York Radials, and the 
Toronto Suburban Railway, $12,500,- 
000; discount on debentures and ex- 
penses, $1,250,000. The total accumu- 
lated reserves are $4,137,708. 


Will Purchase Fort Wayne & 
Northwestern Railway 


Within a short time the Indiana 
Service Corporation will apply to the 
Indiana Public Service Commission for 
permission to purchase the entire Fort 
Wayne & Northwestern Railway at an 
approximate price of $20,000 per track 
mile. The Fort Wayne & Northwestern 
Railway operates an interurban electric 
railway from Fort Wayne, Waterloo 
and Kendallville and furnishes light 
and power to several smaller towns and 
cities along the right-of-way. 

If negotiations are concluded during 
the week of May 18 and permission 
for the sale is granted by the Public 
Service Commission, the Indiana Serv- 
ice Corporat‘on will ask permission to 
issue $859,000 in bonds. 

The Fort Wayne & Northwestern 
Railway was organized in 1905 as the 
Toledo & Chicago Interurban Railway; 
sold under foreclosure to the bond- 
holders. 
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Slight Increase in Net 
Income 


Baltimore Company Fell $524,000 Shor 
of Earning Surplus Specified by 
Public Service Commission 


After paying all operating expenses 
and fixed charges, including interest or 
income bonds, the balance of the Unitec 
Railways & Electric Company, Balti. 
more, Md., for the year ended Dec. 31 
1923, was $1,799,356. From this was 
deducted $818,448 for dividends, leaving 
$980,907 for depreciation and surplus 
During the last five years the com. 
pany has spent for the items of main. 
tenance and depreciation alone $13,914, 
3885. During 1923 nearly $3,000,00C 
was put back into the property fo 
upkeep and improvements. The Balti. 
more property comprises 415 miles of 
electric railway. 

The Public Service Commission has 
ruled that the best interests of the 


EARNINGS AND EXPENSES OF THE: 
UNITED RAILWAYS & ELECTRIC 
COMPANY, BALTIMORE, MD. 
~ 1923 1922 
Operating Income: 
Revenue from trans- 
portation...... 
Revenue from 


..... $16,281,848 $15,962,185 
other 


railway operations. .. 179,949 160, 40¢ 
Total operating in- 
COMO os crn ogee $16,461,799 $16,122,592 
Operating Expenses: 
Maintenance of way 
and structures. ..... . $968,245 $917,891 
Maintenance of equip- 
PACE Ts See aah nt oe 986,679 913,205 
Maintenance of power. 40,669 49,014 
Total maintenance.... $1,995,593 $1,880,110 
Depreciation.......... 823,090 806, 130 
$2,818,683 $2,686,240 
Power service........ 1,312,621 1,223,227 
Conducting transporta- | 
HONS: Satire Eels 5,065,084 ma 
Avathe:, .:-c/acok sc aue ees 9,677 15,32 
General and miscel- 
lameous) .urvarene uae 1,433,252 ~~ 1,514,699 
Transportation for in- i 
vestment—credit... . *16,917 *9,245 
Total operating ex- 
DOHC sciences $10,622,402 $10,429,122 
Taxes, licenses, etc... . . 1,800,335 1,740,512 
Total operating ex- 
penses, taxes, etc... $12,422,737 $12,169,634 
Net operatingincome.. $4,039,060 $3,952,957 
Non-operating income.. 028 156,246 
Gross income. —..... $4,199,089 $4, 109 aa 
Interest on funded debt . 2,093,415 2,137,051 
Remainder......... $2,105,674 $1,972,152 
Other Deductions from 
Gross Income: 
Rentsix.7o0t Hagseee $406,594 $419,406 
Interest on unfunded j 
ebt wines ate ee ae 70,745 96,087 
Interest on income 
bonds) sei 2setsng pie 559,080 559,080 
Amortization of dis- aa 
count on funded debt 50,376 58, 
Miscellaneous........ . 42,613 40,222 
Totals eee $1,129,408 $1,172,883 
Net income (transferred 4 
to profit and loss)... . $976,266 $799, 


Car-milesy. «cists « See dies 35,873,841 
Revenue passengers.... 238,658,380 233,732,1 
Transfer passengers.... 92,838,315  90,808,9. 
Revenue passenger per 
car-mile............ 6.6527 6.6) 
Maint. cost per car-mile .0557 : 
Depreciation per car- 1 
WH). Seat ed. cee .0229 0 
Ratio to Total Operating 
neome: Per Cent Per 
Maintenance and de- 
preciation..... 4... 17.12 16. 
Operating expenses and 3 f 
depreciation. ....... 64.53 64. 
TAKOG, oo sb tonnes ota aa 10.93 10. 


Operating expenses, de- 
preciation and taxes... 


_ 75.46 75. 
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uublic require that the company should 
arn.a surplus of $1,500,000 above all 
perating expenses (including depre- 
jation), taxes, maintenance and _ in- 
erest on all of its bonds, including 
neome bonds. The company’s surplus 
s defined by the commission on the 
asis of a. 7-cent fare was $976,266, or 
524,000 less than the $1,500, 000 spec- 
fied by the commission. 

The company is planning wigad finan- 
ially. In 1922 it not only paid off all 
ts own maturing obligations but called 
or redemption and paid off all of its 
$ per cent and 8 per cent obligations. 
n other words, during 1922 the com- 
any paid off $10,484,000 of underlying 
onds, notes, car trusts and bank loans, 
nd as an offset there was issued and 
old a total of $8,500,000 securities, 
6,000,000 of which were first consoli- 
ated mortgage bonds bearing 6 per 
ent and $2,500,000 five-year 6 per cent 
otes. At the same time holders of 
2,684,000 of 4 per cent bonds ex- 
hanged their bonds for 6 per cent 
onds paying the company $250 per 
1,000 bond for the exchange. The 
ssult of the general plan of financing 
as that the company’s maturing ob- 
gations were refunded, high interest 
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ing mortgage gold bonds, Series A, 6% 
per cent, due January 1, 1957. 

The United Railways has no floating 
debt and, upon completion of the finan- 
cing above mentioned, will retire the 
entire floating debt of the Sparrows 
Point and Halethorpe Companies and 
have on hand more than $1,000,000 for 
improvements, betterments and acquisi- 
tion of new and additional property. 

By agreement of Dec. 11, 1923, the 
wages of all employees were increased. 
It is estimated that this increase will 
cost the company approximately $175,- 
000 per annum. The motormen and 
conductors, who form the largest class 
of employees, will receive the major 
portion of this amount. 

In conclusion, President C. D. Em- 
mons of the company says it may in- 
terest stockholders and the public to 
know what became of the 7-cent fare 
in 1923. He says that first of all, prin- 
cipally because of the fact that children 
ride for 4 cents, the average fare was 
not 7 cents but 6.80 cents, and the 9 
per cent park tax on gross revenue 
within the city further reduces the 
average fare received by the company 
to 6.83 cents. He says that of this 
6.80 cents: 


pproximately 5}, cents or. 


.5 11/100 cents was paid to employees for wages; to manufacturers for necessary 


supplies and material; to the tax collector, and for depreciation. 


pproximately 14 cents or. 


. 130/100 cents was paid for property rented and for money borrowed. 


(This 


represents the company’s bonded debt held by approximateiy 
115 savings and other banks in Maryland and approximately 
5,036 individual investors.) 


pproximately 4 cent or...... 33/100 cent 
oproximately 75 cent or... ..6/100 cent 


6. 80 cents 


was paid to 2,016 stockholders. 
was credited to surplus. 


saring obligations were retired and 
le company’s floating debt was paid. 
ll of this was accomplished without 
ty increase in fixed charges against 
come in 1922 and an actual decreas- 
g charge thereafter. 

With the accomplishment of this 
nancing, the next step contemplated 
ie bringing together of the three prin- 
pal subsidiary companies, namely, the 
aryland Electric Railways, the Balti- 


ore, Sparrows Point & Chesapeake, 


ailway and the Baltimore, Halethorpe 
Elkridge Railway, into one company 
id have this consolidated company 
ithorize a first and refunding mort- 
ize. Accordingly, in January, 1924, 
e company, on behalf of the Maryland 
lectric Railways, sold $4,000,000 of 
e latter company’s first and refund- 


Decrease in Traffic in Toledo 

in April 

Slight industrial let-down in April 
brought about a decrease in car riding 
at Toledo and resulted in a deficit of 
$12,057 to the stabilizing fund, bringing 
the balance in the fund to $74,374 and 
pointing the way to fare increases or 
drastic curtailment of expenses. 

Gross revenue of the Community 
Traction Company for April was $347,- 
099. This is an increase of $19,115 as 
compared with the similar month last 
year. Increase of $18,826 in operating 
expenses due to higher wages and 
maintenance, increased fixed charges of 
$2,033 and additional interest and divi- 
dend expense of $38,270 offset this in- 
crease in revenue. A total credit of 
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$70,000 was made to the maintenance 
fund. During April 4,984,013 revenue 
passengers were handled. This is an 
average of 166,134 a day, compared 
with a daily average of 179,028 a year 
ago. 

Commissioner Cann in his report to 
the board of control declared that fur- 
ther decline in riding can be looked for 
in the summer months. 

The commissioner urged speed in 
settling the power rate case as a means 
of obtaining relief for the company. 
He also favored the extension of the 
use of one-man cars to several other 
lines in the city. 


$187,341 Increase in Earnings 
in Portland, Ore. 


The Portland Electric Company, 
Portland, Ore., the successor to the 
Portland Railway, Light & Power Com- 
pany, reports for 1923 a balance of 
$735,162 compared with $547,821 for 
1922. The company operates 298 miles 
of line. Its earnings statement follows: 


STATEMENT OF EARNINGS OF THE 
PORTLAND ELECTRIC COMPANY 


1923 1922 
Gross earnings.........- $10,825,380 $10,120,898 
oceans expemnses...... 5,647,130 5,439,499 
Taxes. Foe Saat Oe 1,003,878 881,757 
Interests... 2) aie 2,066,823 2,126,892 
Dividends— 
Prior preferred........ 205,001 32,543 
First preferred........ 375,000 375,000 
Second preferred. ..... P2000 on OE: 
Balance. ....0.00 2... 0% 2 $1,452,548 * $1,265,207 
Depreciation. ........... 717,386 717,386 
Balance’ cisscsaaeviaee $735,162 $547,821 
GENERAL STATISTICS FOR THE CALENDAR 
YEARS 
eee £923. 1922 1921 


Number of revenue 
passengers car- 
rie .... 67,995,333 68,661,868 69,840,734 

Number of transfer 
passengers car- 
ried 

Number of non- 
revenue passen- 
gers carried. 


22,565,980 22,762,174 22,686,798 


2,575,181 2,476,672 2,535,218 


Total passen- 


gers carried. .. 93,136,494 93,900,714 95,062,750 
Number of car- 


milesrun..... . 16,034,821 15,972,536 16,175,365 


New Jersey’s Tax on Gross 
Receipts Up $123,655 


The State Board of Taxes and As- 
sessment of New Jersey has announced 
that public utilities of the state, con- 
sisting of street railway, gas and elec- 


Vionth| Year Since War Month| Year Since War 
4 Latest Ago Ago High Tox Latest Ago Ago Sighs ,_ Low 
Street Railway May | Apr. May | Ma Ma Eng. News-Record | May | Apr. May | June Mar. 
Fares* 1924 1924 1923 1921 1923 Conspectus Construction costs | 1924 | 1924 1923 1920 1922 
1913 = 4.84 6.95 | 6.94 | 6.88 | 7.24 | 6.88 of 1913= 100 _| 222.4 | 221.6 | 216.7 | 273.8 | 162.0 
Htreot Railway Apr. Mar. Apr. Sept. Sept U.S. Bur. Lab. Stat.} Apr. M Apr. M J 
Materials 1924 | 1924 | 1923 | 1920 | 1921 Indexes Wholesale Com-| 1924 | 1924 | 1923 | 1996 | 1922 
1913 = 100 163 | 164 | 175 | 247 156 modities 1913= 100| 148 | 150 | 159 | 247 138 
3) for 3 
| Seg da Fone, Ey ar cone Aer Bradstreet’s May |) Apr. 1} May || Feb. 1 | June 1 
is = soo | at) | lah | aoe zat | lay || May, 1024 Nirhis 599) apse 1255 aber | Bib | adh 
}teeI—U nfilled |Apr. 30|Mar. 31|Apr. 30 July 31| Feb. 28|| Compiled for Publi. |J— : Lae S 
Orders (Million| 1924 1924 1923 192 1922 cation in this Paper Dun’s Wholesale | May! Apr.! | May 1/ May 1] July 1 
Tons) 1913= 5.91] 4.21 4.78 7.29 a3. 4.14 z b Commodities 1924 1924 1923 1920 1921 
U.S. Bank Clearings| Apr. | Mar. | Apr. | Mar. | Feb Prat 1913 = 120.9 184.7 | 186.8 | 192.9 | 263.3 | 159.8 
Outside N. Y.City | 1924 | 1924 | 1923 | 1920 | 1922 || Albert S. Richey || U.s.Bur.Lab. Stat.. Apr. | Mar. | Apr. | June | Mar. 
(Billions) 15.96 | 16.12 | 15.74 | 18.54 | 10.65 Electric Railway Retail food 1924 | 1924 | 1923 | 1920 | 1922 
Ree aie tl Age. | dan | Sent: Wizineek 1913 = 100 141 | 144 143 | 219 139 
jusiness Failures 1924 1924 | 1923 1924 1923 Worcester, Mass. |] Nat.Ind.Conf.Bd.| Apr. | Mar. | Apr. | July Aug. 
Number ; 1,730 | 1,652 | 1,638 | 2,258 | 1,280 Cost of living 1924 | 1924 | 1923 | 1920 } 1922 
dsbilities (millions) | 72.97 | 61.33 | 52.06 | 1091 27.50 1914 = 100 161.8 | 163.2 | 159.1 | 2045] 154.5 


"The three index numbers marked with an asterisk are com- 
Fares index is average street 
lway fare in all United States cities with a population of 50,000 
and weighted according to 


ted by Mr. Richey, as follows: 


over except New York City, 
Dulation. 


Street Railway Materials index is relative average price of 


materials (incluainy fuel) used in street railway operation and 
maintenance, weighted according to average use of such materials. 
Wages index is relative average maximum hourly wage of motor- 
men and conductors on 105 street and interurban railways in the 


United States, operating more than 100 passenger cars each, and 


weighted according to number of cars. 


= 
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tric light, water, telephone and tele- 
graph, district telegraph messenger, 
sewer and oil or pipe companies, will 
pay as a franchise tax for the current 
year a total of $5,433,983, an increase 
of $123,655 over the franchise tax for 
1923. The tax is levied against a total 
of 227 corporations. The total gross 
receipts of all of the utilities amounted 
to $109,584,977. The receipts of the 
street railway companies were $20,- 
604,659. The Public Service Corpora- 
tion paid the largest tax.. It was. di- 
vided as follows: Public Service Rail- 
way, $891,747; Public Service Electric 
Company, $1,391,923; Public Service 
Gas Company, $1,192,276, a total of 
$3,475,947. The total receipts of the 
Public Service Railway were $17,834,- 
957, a decrease of $3,964,761 from the 
total receipts of 1922. This decrease, 
of course, is brought about because of 
the strike of the employees last sum- 
mer. The total tax of $891,747 to be 
paid by the Public Service Railway for 


1924 is a decrease of $198,238 from 
1923. 
$330,915 Net for Pacific 
Electric Railway 

The Pacific Electric Railway, Los 


Angeles, Cal., operating 682 miles of 
line, reports net income of $330,915 for 
the year ended Dec. 31, 1923. The earn- 
ings of the company, reported in the 
fortieth annual statement of the South- 
ern Pacific Company and proprietary 
companies, are shown in the accom- 
panying statement. 


INCOME ACCOUNT OF PACIFIC ELEC- 
TRIC RAILWAY, YEAR ENDED 
DEC. 31, 1923 


Operating ‘revenues ©. 22 seen $21,641,553 
Operating expenses (including 
depreciation’! (2. five ees ae 16,164,457 


Net revenue from operations. $5,477,096 
Taxes 1,013,844 
Equipment 

rents—net 


Net operating income 
Interest accounts with affiliated 


companies: 
Credit.’ .. 55 weve oars cle gee telenee tee  aeeee 
Ober Vincomes es nae eee 216,292 
Gross income 1 ssceaen $4,680,044 


Interest on funded debt—bonds 
and notes 


$2,754,928 


companies; 


Debi ine aoqeiainners ae etna 1,239,341 

Other income charges ...... 354,850 

Total deductions .......... $4,349,129 

IN¢t income: =.ynerseee ee $330,915 
Income applied to sinking and 

other Tréserve Unde een eee 
Income balance transferred 

‘o credit of profit and loss $330,915 


New Jersey Board Reaffirms Its 
Position on Depreciation Charge 


An order issued by the Board of 
Public Utility Commissioners of New 
Jersey takes issue w'th the contention 
of the Public Service Railway that 
earnings in 1923 did not justify setting 
aside more than $550,000 for deprecia- 
tion and directs that no dividends be 
paid until the full amount of $1,100,000 
be set aside as directed in a previous 
order, whch the board holds to be not 
an “unreasonable stipulation.” 

The board directs the company to 
charge to an appropriate expense ac- 
count $800,000 for depreciation, and 


further directs that up to and includ- 
ing July, 1926, the company shall pay 
periodically into the proper suspense 
account sums to aggregate $300,000, 
and concurrently to credit these 
amounts “to accrued depreciation of 
road equipment.” That is, to deprecia- 
tion before the board’s order was first 
issued in 1921. The order says: 

If and when earnings justify, the amount 
so charged to suspense shall be amortized 
by debits to the account of ‘miscellaneous 
debits” until the amount so charged to 
suspense shall be entirely extinguished ; and 
no dividends may be paid on the capital 
stock of the company until this shall have 
been done. The company is ordered to re- 
form its books of account for Jan. 1 last 


to conform with the conclusions of the 
board. 


Tentative Plan Announced 


$500,000 Yearly Reduction in Fixed 
Charges Under Terms Suggested 
for St. Louis 


Plans are taking definite shape cover- 
ing some of the details of the terms 
of the proposed reorganization of the 
United Railways, St. Louis. It has 


been suggested that for each-share of- 


the existing common stock and $2.50 
there be exchanged one-tenth of a share 
of a new issue of common stock of no 
par value. This would wipe out the 
old issue of common stock and create 
24,913 shares of new common for which 
the company would receive $622,825 
cash. For the 163,830 shares of pre- 
ferred stock there would be exchanged 
new common on a share for share basis 
upon payment of $12.50 cash additional 
for each share thus exchanged. This 
would bring an additional $2,047,875 
into the treasury. It is hoped to be 
able to pay $2.50 annual dividends on 
this new common stock, making it a 10 
per cent stock. 

The tentative refinancing plan calls 
for the issuance of $10,000,000 of 7 per 
cent preferred stock in exchange for 
the $9,790,000 of St. Louis Transit Com- 
pany 5 per cent bonds. Transit bond- 
holders are said to have agreed to ac- 
cept this stock on the basis of the 
exchange of ten shares of stock for 
each $1,000 bond. This would leave 
$210,000 of this stock unissued in the 
treasury of the company. 

Another $10,000,000 of preferred 
stock is also to be underwritten at 70, 
which would net $7,000,000. 

The retirement of $2,000,000 of Sub- 
urban first mortgage bonds by payment 
in cash and the exchange of the Transit 
bonds for preferred stock would reduce 
the bonded indebtedness by $11,799,000 
and leave the amount of bonds out- 
standing at $38,900,000. 

It is also said that the plans call for 
the exchange of the $4,500,000 of Sub- 
urban general bonds for new first mort- 
gage bonds of the Suburban to draw 5 
per cent interest instead of 8 per cent 
as under the present extension agree- 
ment. : 

The fixed charges of the company 
under this plan would be $1,712,409. 
They would include. $225,000 on the 
Suburban general bonds at 5 per cent, 
$1,212,000 on the United Railways 
general mortgage bonds and $275,480 
on the underlying bonds. This is a de- 
erease of $549,500 a year in fixed 
charges. 

At present the company has a sur- 


plus of $4,275,573. With the new cash 
to be paid in the company would haye 
$14,156,273 available to meet obliga- 
tions. From this sum there would have 
to be paid $4,000,000 of receivership 
certificates, $2,000,000 of Suburban first 
mortgage bonds and $2,396,321 of back 
mill tax. This would leave a balance 
of $5,759,952 to provide for extensions, 
pay for improvements, meet. reorgan- 
ization costs, ete., and retire possibly 
$4,100,000 of underlying bonds. 


$2,500,000 Bond Sale Authorized 
by California Commission - 


Key System Transit Company has_ 
been authorized by the California Rail- 
road Commission to execute a deed of 
trust to secure the payment of $10,000- 
000, par value, of its first mortgage 
bonds, ard to issue and sell $2,500,000 
of the bonds due July 1, 1938, $1,000,000 
to be sold for cash at not less than 
par and accrued interest and $1,500,000 
at not less than 94 per cent of face 
value-and accrued interest. The pro- 
ceeds obtained from the sale of these 
bonds are to be used by the Key Sys- 
tem Transit Company to finance or pay 
these obligations: 


To finance part of purchase price of 
properties because of cash expended 
by trustees to acquire such properties 


at foreclosure saie............00.5- eae $283,561 
To pay unpaid interest on Twenty-third ; 

Avenue Electric Railway first mort- 

gage bonds and Oakland, San Leandro : 

& Haywards Electric Railway first 

mortgage bonds to July 1, 1923..... = 106,377 
To pay notes to various banks covering 

moneys borrowed for bond interest.. - - 69,550, 
To pay notes payable to Realty Syndi- 

cate Company covering moneys bor- 7 

rowed for bond interest............-- 10,530 
To pay real estate mortgage against Stoer = 

property No. 2, due March 17, 1923... 22,500 
To pay San Francisco-Oakland Terminal 

Railways equipment notes........... 50,000 
To pay interest on above notes. .......-. 1,000 
To pay ferry equipment trust certificates. 500,000 
To pay interest on such ferry equipment 

trust certificates...) 3). ..0.0 eee 3,850 
To pay car equipment trust certificates J f 

fifteen Key coaches ...... <2... 4:-25e8 175,000 
To pay interest on such car equipment ; 

trust certificates. ..............-0--- 1,954 — 
To repay loans from depreciation fund.. . 439,250 
To pay part of cost of fifty-five new 

traction division cars...........-.--- 646,426 | 


Gta) csrcas tae eer rats $ 2,410,000 
The acerued interest may be used fer general ecorpo- 
rate purposes. 


The bonds thus authorized have al- 
ready been marketed. 


Plan of Philadelphia Merger 
Revived 


Banking interests in Philadelphia are 
studying the details in the plan pro- 
posed by Joseph Gilfillan, a member of © 
the board of directors of the Union 
Traction Company, Philadelphia, for 
constructing an “enlarged P. R. T. Com- 
pany” by consolidating the Electric 
Traction, People’s Traction, Philadel- 
phia Traction, Union ‘Traction and 
Philadelphia Rapid Transit Companies. 

The principal feature of the Gilfillan” 
plan is the exchanging of securities of 
the new company for those of the com-— 
panies merged, due consideration being 
given to priority. The issues of 
new company would be of four kinds— 
first and refunding mortgage bonds, 
first preferred stock, second preferred 
stock and common stock. , F 

The reorganization plan proposes the 
merging, not only of the five principal 
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eroups mentioned, but also of eight 
other railways, namely, the Catharine 
& Bainbridge Streets Passenger Rail- 
way, Darby & Yeadon Street Railway, 
Kessler Street Connecting Passenger 
Railway, Lehigh Avenue Passenger 
Railway, Market Street Elevated Pas- 
senger Railway, Philadelphia & Willow 
srove Street Railway, Snyder Avenue 
Railway and Twenty-second Street & 
Allegheny Avenue Passenger Railway. 


Authorizes Leasing of Shawnee Line. 
—The Oklahoma Corporation Commis- 
sion has granted permission for the 
Jklahoma City-Ada-Atoka Railway to 
ease for a period of ten years the prop- 
arty of the Oklahoma City-Shawnee 
interurban Company. The property to 
ye leased includes the old branch line 
yperated by the Missouri, Kansas & 
Texas Railway from Oklahoma City to 
Atoka. The line runs from Oklahoma 
sity to Shawnee, thence south to Coal- 
rate and Atoka. It is planned to elec- 
rify the entire line, it is announced, 
ind operate it for transportation of 
yoth freight and passengers. Details 
= the electrification plans have not 
yeen announced. 


Holding Company Chartered.—The 
southwest Power Company has been 
rganized under the laws of Delaware 
vith a capitalization of $3,100,000. The 
ompany’s president is Albert Emanuel, 
ead of the firm of Albert Emanuel, 
nc., which recently purchased the Choc- 
aw Power & Light Company and the 
ittsburgh County Railway, McAlester, 
)kla., serving Pittsburgh and Latimer 
younties with light, power and trans- 
ortation. The new corporation also 
ontrols the Coal District Power Com- 
any, which furnishes light and power 
0 coal fields of Logan and Scott Coun- 
ies, Arkansas, and to a number of 
maller towns. An offering of $2,100,- 
00 of first mortgage 6% per cent sink- 
ag fund gold bonds of the new com- 
any was made on May 22 at 97% and 
ecrued interest to yield 6.75 per cent. 


Seeks Approval of Abandonment.— 
‘he Geneva, Seneca Falls & Auburn 
vailroad has asked the Public Service 
ommission to approve a declaration 
f abandonment of that part of its 
ulteney Street line in Geneva, N. Y., 
etween Jay and St. Clair Streets on 
he ground that operation of this part 
f its line is no longer a public neces- 
ity and convenience. The Geneva 
uthorities have consented to the pro- 
osed abandonment. 


Net Corporate Loss of $7,598.—The 
lendale & Montrose Railway reports 
) the California Railroad Commission 
or the year 1923 that its operating 
evenue was $49,039 and operating ex- 
enses $53,845, giving a net operatin:z 
ss of $4806. The net corporate loss 
or the year was $7,598. The deficit 
t the beginning of the year anounted 
> $94,458. Miscellaneous additions to 
urplus for 1923 amounted to $21,366 
nd miscellaneous deductions were $426. 


Elevated Reorganization Securities 
eady.— The Chicago Elevated Rail- 
ay reorganization committee has noti- 
ed holders of certificates of deposits 
xy secured gold notes and ten-year 6 
er cent debentures that the plan dated 


July 14, 1923, for the reorganization of 
the Chicago Elevated Railways having 
been declared operative, the new secu- 
rities deliverable by the reorganization 
committee to holders of certificates of 
deposit will be ready for delivery June 
10. The distributable securities com- 
prise first lien and refunding mortgage 
bonds and adjustment debenture bonds 
of the Chicago Rapid Transit Company 
and voting trust certificates for com- 
mon stock. Until the close of business 
on June 5 the committee will continue 
to accept deposits of secured gold notes 
(extended or not extended) and of ten- 
year 6 per cent debentures of the Chi- 
cago Elevated Railways, subject to the 
terms of the plan and the reorganiza- 
tion agreement. 


Consolidation Approved——A merger 
of the Atlantic Coast Electric Railway 
and the Seashore Electric Railway, both 
in Asbury Park, N. J., into the Coast 
Cities Railway has been approved by 
the Board of ‘Public Utility Commis- 
sioners. The application was made by 
the Eastern New Jersey Power Com- 
pany. The consolidation is one of the 
steps intended to be carried out undex 
the merger plan reviewed at length in 
the issue of the ELectTrRic RAILWAY 
JOURNAL for March 8, page 394. 


Accumulated Surplus for 1923 $319,- 
904.—The Tidewater Southern Railway, 
Stockton, reports to the California Rail- 
road Commission for the year 1923 that 
its operating revenue was $236,049 and 
operating expenses $184,767, giving a 
net operating revenue of $51,282. The 
miscellaneous non-operating revenue 
amounted to $6,619. Interest, rent, 
taxes and other deductions totaled $52,- 
8538. The net corporate income for the 
year was $5,048. The deficit at the 
beginning of the year amounted to 
$286,058. Miscellaneous additions to 
surplus for 1928 amounted to $647,899 
and miscellaneous deductions were $46,- 
990. Accumulated surplus at the end 
of the year was $319,904. 


Court Orders Interest to Be Paid.— 
At the request of the receiver of the 
New York Railways, Federal Judge 
Julius M., Mayer has ordered semi- 
annual interest on Broadway & Seventh 
Avenue. Railway first consolidated 
mortgage bonds to be paid on June 1. 
The Broadway & Seventh Avenue Rail- 
way is one of the subsidiary companies 
of the Mew York Railways system and 
interest on the bonds has been regu- 
larly paid when due. Judge Mayer 
reserved decision on payment and inter- 
est on the Broadway Surface Railway 
first mortgage 5s due July 1, 1924. 


Unassenting Minority Holders En- 
titled to Full Payment.—Judge Mullan 
in the New York State Supreme Court 
has ruled that minority stockholders of 
the Manhattan Elevated Railway are 
entitled to the full 7 per cent guar- 
anteed dividend irrespective of the 
agreement by the majority to accept 
a smaller payment. Under the plan to 
which the majority of shareholders 
agreed the Interborough Rapid Transit 
Company, which operates the elevated 
lines under lease, paid 3 per cent last 
year, will pay 4 per cent this year and 
will pay 5 per cent next year. It is 
understood that the amount of stock 
held by unassenting or minority share- 


holders is about thirty thousand shares, 
or only 5 per cent of the total outstand- 
ing in the public’s hands. The decision 
of Judge Mullan, it is said, does not 
affect the other 95 per cent of stock, 
as the holders of those shares agreed 
to accept smaller dividend payments 
than 7 per cent. The Interborough 
Rapid Transit Company is preparing 
to bring the case before the Appellate 
Division, and it is expected the matter 
will eventually get before the Court of 
Appeals. 


“Listening In” Causes Railway Slump. 
—tThe deficit in the operating statement 
of the Cincinnati Traction Company, 
Cincinnati, Ohio, for April will necessi- 
tate an increase in the rate of fare from 
9 to 93 cents on July 1, W. Kesley 
Schoepf, president of the company, an- 
rounced on May 17. A total of 353,582 
fewer passengers were transported by 
the company in April than during the 
similar month of last year, and accord- 
ing to present figures the total for May 
will be 25 per cent less than for May, 
1923. Receipts of the company have 
been decreasing for months, according 
to Mr. Schoepf in his monthly report 
to W. Jerome Kuertz, Director of Street 
Railroads. The higher fare, unseason- 
able weather, increase in unemploy- 
ment, tendency of radio to keep people 
at home and the greater number of 
automobiles are among the causes as- 
signed for the decrease in traffic. 


Abandonment and Extension Sought. 
—The Birmingham Electric Compary, 
Birmingham, Ala., has filed a petition 
with the Alabama Public Service Com- 
mission seeking a certificate of con- 
venience and necessity of abandonment 
of operations over certain portions of 
the former Tidewater railway. The 
company also seeks permission to con- 
struct certain additional lines in the 
city of Birmingham. The petition states 
that these changes will make possibie 
economies of operation through a con- 
solidation of the Tidewater system with 
the lines formerly operated by the Bir- 
mingham Railway, Light & Power 
Company. This fetition was set for a 
hearing June 25. 


Preferred Stock on Market.—An 
issue of $101,000 of 8 per cent pre- 
ferred stock of the Community Trac- 
tion Company, Toledo, is now being 
placed on the market in Toledo to 
finance improvement of lines in West 
Toledo. Representatives of the security- 
selling division of Henry L. Doherty & 
Company, New York, are handling the 
sale of the stock at Toledo. The stock 
is required to be sold at par. 


Railway Bought.—The Pennsylvania 
Power & Light Company recently pur- 


chased the Montoursville Passenger 
Railway and the Montoursville Electric 
Light Company, Montoursville, Pa. 


Both properties have been in contin- 
uous existence since their organization 
in the fall of 1897. No change in the 
names of the companies is contem- 
plated. It is stated that the trolley 
line will be abandoned and a bus line 
substituted between Williamsport and 
Montoursville, the county court having 
recently authorized such action. The 
bus line, however, will be operated by 
a separate company. 
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Personal Items 


J. W. Glendening Appointed West 
Penn Comptroller 


J. W. Glendening was appointed 
comptroller of the West Penn Railways 
and subsidiary companies, Pittsburgh, 
Pa., and of the West Penn Power Com- 
pany and its subsidiaries, effective 
May 1. 

Mr. Glendening started on his rail- 
way career in 1899 in the office of the 
Camden-Suburban Railway, Camden, 
N. J. At the time that property was 
leased to the Public Service Corporation 
of New Jersey he was assistant to the 
secretary. For three years he served 
with the Public Service Corporation as 
assistant to the accountant in the rail- 
way department. His next move was to 
Saginaw, Mich., to fill the position of 
accounting assistant to the vice-presi- 
dent and general manager of the pub- 
lic utility companies controlling and 
operating the railway, electric and gas 
companies serving the cities of Saginaw 
and Bay City. During most of this 
time he was also treasurer of these 
companies. Later he was transferred 
to Jackson, Mich., as treasurer and as- 
sistant to the vice-president and general 
manager of the Michigan Railway. In 
1919 he became secretary of this com- 
pany and for the two years previous to 
his going to the West Penn companies 
served as secretary and treasurer. 

His broad experience included also 
association with the Grand Rapids, 
Holland & Chicago Railways as secre- 
tary and treasurer and the Saginaw 
Bay City Railways as secretary. 


Farewell Banquet to 
Sam Greenland 


Sam Greenland did not leave Fort 
Wayne without a “farewell’ which took 
the form of a banquet at which business 
and professional men throughout the 
city grasped his hand and wished him 
“Good luck.” A tangible expression of 
their feelings was a silver serving set 
which bore the inscription, “Presented 
to Sam W. Greenland in appreciation 
of his loyal service to Fort Wayne and 
its institutions. From his many friends, 
1924.” The speakers included Henry C. 
Paul, president of the Old National 
Bank. He said that the present efficient 
service in Fort Wayne was due largely 
to the management of Mr. Greenland. 
Robert M. Feustel, president of the 
Indiana Service Corporation, spoke of 
his business relations and associations 
with the “Big Swede,” as he was famil- 
larly termed by his close associates. 
Mr. Greenland recently resigned as 
general manager of the Indiana Service 
Corporation to go to St. Louis to assist 
in working out the details of the re- 
eee” of the United Railways 

ere. 


H. C. Kellerman, after twenty-eight 
years of continuous service with the 
street railways of Kansas City, Mo., 
retired recently on a pension and re- 
moved to Los Angeles, Cal. He started 


his street car career in 1896 as a con- 
ductor on the Northeast Electric Com- 
pany. Later he became cashier and 
auditor of that company. When the 
line was purchased by the Metropolitan, 
Mr. 
superintendent, but at his own request 
was transferred back to the platform 
of a street car. He then served as con- 
ductor for more than ten years. Later 
he went into the shops and took charge 
of the store room. More recently he 
has had charge of the stock at Ninth 
and Brighton. He is seventy-six years 
old. 


R. A. Moore Elected Illinois 


Association Head 


R. A. Moore, general manager of the 
Aurora, Plainfield & Joliet Railroad, 


Joliet, Ill., was elected president —of- 


R. A. Moore 


the Illinois Electric Railway Associa- 
tion at the recent meeting held in 
Chicago. Mr. Moore entered the rail- 
way field in Spokane, Wash., where he 
spent five years with the Ledgerwood 
Electric Railway. His record today 
includes thirty-five years of active 
service in both the electric and steam 
branches of the railroad business. Fol- 
lowing his connection with the Ledger- 
wood property he entered the train 
service of the Northern Pacific, a steam 
line, where he remained for a period 
of ten years. It was in May, 1916, 
that Mr. Moore joined the forces of the 
Aurora, Plainfield & Joliet Railroad as 
general manager. Prior to that date 
he had served with the Peninsular 
Railroad in San Jose, Cal., in the capac- 
ity of electric locomotive engineer, 
train dispatcher, equipment inspector 
and later as first assistant superin- 
tendent. The last-named position he 
held for six and one-half years. 


Francis L. Searway, formerly of the 
staff of Dwight P. Robinson, New York, 
and more recently appraisal engineer 
with Morgan & Morgan, Boston, Mass., 
has joined the appraisal division of 
Stone & Webster, Inc., Boston. 


Kellerman became an assistant. 


Obituary 


Se) { 
Thomas Commerford Martin ~ 


Thomas Commerford Martin, long 
prominent in the electrical field as an 
editor and publicist, died from pneu- 
monia in his home town of Pittsfield on 
May 17. He was sixty-seven years old. 

For the past fourteen years Mr. Mar- 
tin had been connected with the N. E. L. 
A., being from 1910 to 1919 its execu- 
tive secretary and for the last five years 
secretary emeritus. At its session on 
May 20 at Atlantic City the N. E. L. A. 
passed a resolution of appreciation of 
the very valuable services which Mr, 
Martin rendered the industry. 

Mr. Martin was born in London, Eng- 
land, but came to this country as a very 
young man. From 1877 to 1879 he was 
associated with Thomas A. Edison. In 
1883 he became editor of Electrical 
World, and through his writings he 
exercised a great and beneficial in- 
fluence on electric railway development. 
An ardent advocate of electricity as a 
motive power, he urged its employment 
in place of horses and cable through 
the columns of the Electrical World, 
through articles in popular magazines 
and the daily press, through addresses 
at technical and popular meetings and 
through his published books. Mr. Mar- 
tin possessed a very attractive literary 
style and was as well a finished 
speaker, and his services in these early 
days were of inestimable value in es- 
tablishing the pre-eminence of electrical 
power for railway service. 

After the McGraw Publishing Com- 
pany acquired the Electrical World 
in 1899 and until Mr. Martin severed 
his connection with the paper in 1909, he 
was also a frequent contributor to the 
ELECTRIC RAILWAY JOURNAL. Some of 
his contributions were in the form of 
editorials, others as signed articles. 
He resigned as joint editor of the 
Electrical World in 1909 to become 
executive secretary of the N. E. L. A. 
For many years he served as special 
expert of the United States Census 
office and not only collaborated in the 
preparation of the census reports of 
1902, 1907 and 1912, but wrote ex- 
tended portions of them. E- 

Mr. Martin’s published volumes are 
numerous. In some cases written in col- 
laboration with another author, they 
are: “The Electric Motor and Its Ap- 
plications” (1886), “Inventions, Re- 
searches and Writings of Nikola Tesla” 
(1893), “Edison—His Life and Inven- 
tions” (1910) and “The Story of Elee- 
tricity’ (1919). Mr. Martin was en- 
gaged on other volumes at the time 
his death. . 

Mr. Martin was a past-president a 
charter member of the A. I. E. E., | 
past-president of the Engineers’ Clu 
and of the New York Electrical So 
ciety and a member of many engineer 
ing and other organizations. In 190 
he received the decoration of officer ‘ 
Public Instruction from the French go 
ernment. A lover of his fellow men 
social by instinct and _ training, 
actively promoted and held office — 
many movements for public benefit 
in America and abroad, particul 
during the war. 1 
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Manufactures and the Markets 


News of and for Manufacturers—Market and Trade Conditions 
A Department-Open to Railways and Manufacturers 
for Discussion of Manufacturing and Sales Matters 


How Waste Reduction in Industry 
Is Being Effected 


Definite progress is being made in 
the nation-wide movement to reduce 
waste in industry through the elimina- 
tion of excess varieties, E. W. McCul- 
lough, manager of the department of 
manufacture of the Chamber of Com- 
merce of the United States, told the 
American Iron, Steel and Heavy Hard- 
ware Association at a recent meeting 
at Rye, N. Y. Work in this direction is 
seing done by manufacturers of the 
following commodities: 

Reinforcing Bars—The war time 
specification program reducing varie- 
ties from twenty-four to eleven has 
geen somewhat disregarded since, and 
‘enewed action is being evidenced by 
several manufacturers to again estab- 
ish a simplified schedule. 

Cold Rolled Steel—Through the Amer- 
can Society of Mechanical Engineers, 
n co-operation with manufacturers, 
liameters of cold rolled steel shafting 
vere reduced from sixty to fourteen. 

Forged Tools—At the request of the 
‘orged Tool Society, a conference of 
nanufacturers, dealers and others in- 
erested was held on Feb. 11, 1924, to 
stablish a reduced schedule for such 
tems as picks, mattocks, mauls, sledges, 
rowbars, wedges, hoes and blacksmith 
ools, comprising tongs, hammers, 
hisels, swages, headers and drifts. 
‘his action has made possible a reduc- 
ion in varieties from 549 to 365 and is 
0 become effective July, 1924, subject 
0 annual review and revision. 

Railroad Supplies—In addition to the 
tems included in the forged tool simpli- 
cation affecting the railroad field, the 
\ssociation of Manufacturers of Chilled 
jar Wheels has reduced varieties and 
izes of chilled car wheels from 175 to 
our, thus achieving a 98 per cent 
limination. 


New Railway Spring Plant 


The W. G. Mitchell Spring Works of 
ohnstown, Pa., which has been en- 
aged in the manufacture of helical 
prings for nearly twenty-five years, 
as been reorganized under the name 
f the Mitchell Spring & Manufactur- 
1g Company, Inc., and capitalized at 
350,000. Fred A. Meckert, formerly 
eneral manager Fort Pitt Spring & 
fanufacturing Company, Pittsburgh, is 
resident of the new company, which 
; now engaged in the construction of 
modern plant in Johnstown. 

In addition to its existing product of 
elical springs, the new company will 
egin production after Sept. 1 on a 
eneral line of railway springs, in- 
luding elliptic as well as helical types. 
n planning its enlarged production 
rogram, the Mitchell Spring & Manu- 
acturing Company will pay particular 
ttention to railways. The Continental 
ailway Supply Company, with head- 


quarters in the Peoples Gas Building, 
Chicago, will act as sales representa- / 


tives throughout the central and west- 
ern territory. 


$16,125,302 Net for 
Westinghouse 


Sales Billed in 1923 Exceeded Any Pre-: 
vious Year Except 1919—$63,738,- 
702 of Unfilled Orders 


The Westinghouse Electric & Manu- 
facturing Company and _ proprietary 
companies report for the year ended 
March 31, 1924, net income of $16,125,- 
302, after depreciation, inventory ad- 
justments, interest, etc., equivalent to 
$8.98 a share on the combined 1,795,503 
shares of preferred and common stock, 
as compared with net income of $12,- 
263,485, or $8.19 a share, on the com- 
bined 1,496,253 shares of preferred and 
common stock in the year ended March 
31, 1923. 

Total current assets, including inven- 
tories of $80,000,000, were $153,209,401. 
after applying proceeds from sale of 
additional common stock, equal to more 
than six times total current liabilities. 
Net working capital was $127,478,988, 
as compared with $90,286,742 at close 
of the 1923 fiscal year.. Inventories 
stood at $80,000,000, as compared with 
$68,971,104 as of March 31, 1923. Both 
issues share alike after $3.50 a share 
has been paid on each. 

With exception of the year ended 
March 31, 1919, sales billed in the last 
fiscal year, totaling $154,412,918, ex- 
ceeded those of any previous year in the 
history of the company. Notwithstand- 
ing a moderate recession in the volume 
of new orders booked during the last 
quarter of the fiscal year, the value of 
unfilled orders at the close of the fiscal 
year was $63,738,702, compared with 
$61,914,237 at the close of the previous 
fiscal year. 

The charge in the profit and loss 
account for the adjustment of securi- 
ties of European companies represents 
a reduction in book value of debentures 
of the former French and Italian West- 
inghouse companies to current rate of 
exchange as of March 31, 1924. Capi- 
tal stocks of those companies were sold, 
as announced in previous reports, and 
the debentures owned by the company 
are the direct obligation of the present 
companies. Capital stocks of the Trac- 
tion & Power Securities Company of 
London and its allied companies were 
sold during the year, so that the de- 
bentures now carried on the books at 
$396,535 are the only European invest- 
ments owned by Westinghouse Electric. 
Interest thereon is being paid semi- 
annually, also sinking fund payments 
annually. 

Property and plant account shows 
an increase over the previous year due 
chiefly to extensions of the plant at 


Sharon and to completion of two new 
plants at Pittsburgh and one at Belle- 
ville, N. J. 


General Railway Signal Acquires 
Federal Company 


The General Railway Signal Com- 
pany, Rochester, N. Y., has completed 
arrangements to acquire the Federal 
Signal Company, Albany. The two 
companies manufacture railway signal 
devices and both have been in the busi- 
ness for nearly a quarter of a century 
installing block signals, automatic train 
stops and train control devices. In- 
stallations have been made in the 
United States, Japan, New Zealand 
and Australia. 

Incident to the consolidation, there 
will be a new issue of bonds to consist 
of $2,000,000 General Railway Signal 
Company first mortgage twenty-year 
64 per cent convertible gold bonds, 
priced at 98%, yielding 6.65 per cent. 
The offering was by Merrill, Lynch & 
Company, New York; Schoellkopf,. Hut- 
ton & Pomeroy, Inc., of Buffalo, Sage, 
Wolcott & Steele and Hibbard, Palmer 
& Kitchen, the latter two of Rochester. 
The bonds will be secured by a first 
closed mortgage on the real estate, 
plant and equipment of the company, 
appraised at $4,193,899. 


Long Island Lets Contract 


The Long Island Railroad has 
awarded a contract involving about 
$700,000 to the Westinghouse Electric & 
Manufacturing Company for apparatus 
to furnish additional power required 
for the extension of electrification east- 
ward to Babylon. It is understood that 
equipment for new substations will be 
included in the order, in addition to 
new apparatus to be installed in the 
present substations. 


$550,000 Value Placed on 
Barney & Smith Plant 


An appraisement of $550,000 on the 
real estate of the Barney & Smith Car 
Company, Dayton, Ohio, has been filed 
in Common Pleas Court at Cincinnati, 
bringing total appraisement of the 
property, both personal and real, up 
to $960,511. Upon basis of this valua- 
tion the plant, originally appraised at 
more than $3,000,000, may be sold at 
public auction early in June for as low 
as $640,000, the law requiring that it 
bring at least two-thirds of the ap- 
praised value. 


Metal, Coal and Material Prices 


Metals—New York May 20, 1924 
Copper, electrolytic, cents per lb.. 12.825 
er wire base, cents per lb.. 15.25 
py conta pertbe: 206i. «cn6c ds aan 7.125 
pone ‘cents per |b.. wah taeeiteearereete 6.10 
Tin, ‘Straits, cents per S154 5:for, eee ee 40.50 


Bituminous Coal, f.o-b. Mines 


Smokeless minerun, f.o.b. vessel, Hampton 
Roads) gross tons. caves eee steko $4. 
Somerset mine run, Boston, net tons...... 2 
Pittsburgh mine run, Pittsburgh, net tons. 1 
Franklin, Ill.,sereenings, Chicago, net tons 2. 
Central, Ill,, screenings, Chicago, net tons. lL; 
Kansas screenings, Kansas City, net tons.. 2 


Materials 
ate eee wire, N. Y., No. 14, per 


OOO TE eS ie itetrel cone ok oan ge Pare $6. 
Weatherproof wire base, N.Y., centsperlb. 17.25 
Cement, Chicago net prices, without pense $2.20 


Linseed oil (5-bbl. lots) N. Y, +, per eal. $0.97 
White lead, in oil (100-lb. eye a 

cents per ib., carload lots, .... 12.25 
Turpentine, (bb_; ;lots), N. Y. _per gal... $0.90 


836 


Westinghouse Celebrates 
Birthday 


The Westinghouse electric industries 
celebrated their fortieth birthday on 
May 20. This date was selected be- 
cause on that day in 1884 George West- 
inghouse employed his first engineer to 
conduct electrical experiments for him. 
This was William Stanley, who invented 
the alternating -current transformer. 
Starting as a small plant located in 
Garrison Alley, Pittsburgh, Pa., in 1884, 
the Westinghouse company today has 
more than 50,000 employees and branch 
plants and offices are located in all parts 
of the world. 

Some of the outstanding accomplish- 
ments of the Westinghouse company in 
its forty years of development follow: 
Adopted and perfected the alternating- 
current system of generation, trans- 
mission, transformation and application 
of electricity, brought out the first com- 
mercial induction motor, produced the 
first successful single-reduction . street 
car motor, introduced into America the 
steam turbine and developed the high- 
speed turbine-generator for use with 
it, made the first commercially success- 
ful 60-cycle synchronous converter, and 
electrified the New York, New Haven 
& Hartford Railroad. 


Rolling Stock 


Indianapolis & Cincinnati Traction 
Company, Indianapolis, Ind.; has ordered 
a complete equipment of Economy watt- 
hour meters with inspection dials. 
These will be installed on its new 600- 
volt passenger and freight cars. 

The Indianapolis Street Railway, 
Indianapolis, Ind., has ordered ten new 
city cars from the Cincinnati Car Com- 
pany. 

Pacific Electric Railway, Los Angeles, 
Cal., now has ninety buses in operation, 
the majority of which have been built 
in its own shops. 

Department of Street Railways, De- 
troit, Mich., received two bids opened 
May 21 for furnishing ten 3-car articu- 
lated trains. The Cincinnati Car Com- 
pany bid $25,420 and the St. Louis Car 
Company bid $26,995 each for trains 
complete according to department spec- 
ifications f.o.b. Detroit Street Railway 
siding, Detroit. The contract had not 
yet been awarded on May 2, but the de- 
partment recommends that the award 
be made to the Cincinnati Car Com- 
pany. 


10S eR a A 


Track and Line 


Ohio Valley Electric Railway, Hunt- 
ington, W. Va., is double-tracking its 
line between Twenty - ninth and 
Thirty-second Streets in Ashland. Con- 
struction work will be completed in 
about four weeks. 


Wisconsin-Minnesota Light & Power 
Company, Eau Claire, Wis., proposes 
to spend $177,031 for extension work, 
$1,140,870 for plant and line improve- 
ments and $259,558 for new operating 
equipment. 

Pacific Electric Railway, Los Ange- 
les, Cal., recently awarded the contract 
for the construction of the new Pacific 


ELECTRIC RAILWAY JOURNAL 


Electric tunnel to Twohy Brothers, 
Portland, Ore. The tunnel, built for 
the accommodation of the Hollywood, 
Glendale and San Fernando Valley 
lines, will cost about $3,500,000. 
Kansas City Railways, Kansas City, 
Mo., plans to carry out this year the 
heaviest track replacement program 
that has been undertaken in some years. 
The reconstruction of 3,880 ft. of double 
track on Tenth Street has been com- 
pleted. This work was started on April 


14 and was completed on May 4, at a’ 


cost of about $72,000. Cars were 
diverted while the work was in prog- 
ress,. The reconstruction of Troost 
Street tracks) from Thirty - seventh 
Street to-Forty-eighth Street involves 
the rebuilding of 13,516 ft. of single 
track at a cost of $124,000. On Grand 
Avenue from Fifteenth to Twentieth 
Streets 2,230 ft. of double track will 
be replaced at a cost of $61,000, and 
9,960 ft. of single track in Indépend- 
ence, Mo., 10 miles away, are to be 


“yebuilt at an estimated cost of $91,000. 


In addition to the replacements, two 


new extensions will be built, one from. 


Seventy-second Street to Seventy-fifth 
Street, with a loop in front of the 
entrance of Fairyland Park. This will 
be a complete park terminal when com- 
pleted, with direct admission gates 
leading from the cars to the park, pre- 
payment area, and an inside loop for 
car storage. The estimated: cost of 
these improvements is: $61,000, of which 
the park company will pay $25,000 in 
ten annual installments. The second 
piece of new construction will be the 
loop at Muehlebach Park, the grounds 
of the Kansas City Blues. Here a 
double-track loop is contemplated, with 
storage capacity for more than twenty 
cars, which can be routed out immedi- 
ately in both north and south direc- 
tions. It is the company’s effort here 
to furnish a service that will enable 
people to visit the ball games and get 
to and from the park much more easily 
than they do in automobiles. This im- 
provement will cost about $33,000. 
Detroit United Railway, Detroit, 
Mich., through its directors, recently 
discussed financing to provide for ex- 
tension of the system about 35 miles. 


Power Houses, Shops and 
Buildings 


Lehigh Traction Company, Hazleton, 
Pa., has started work on the erection 
of a new automatic substation at a 
point between Ebervale and West 
Oakdale. 


New York, N. Y.—The Transit Com- 
mission has fixed June 2 as the date 
for the receipt of bids for the furnish- 
ing of the structural steel required for 
the framework of the new inspection 
shed at the 239th Street storage and 
inspection yard of the Interborough 
Rapid Transit Company. The shed will 
be for the inspection of subway cars. 
It will be 592 ft. long and 128 ft. wide. 
It will have eight inspection tracks 
with the requisite pits and will house 
eight trains of ten cars at once. 

New York, N. Y.—The Transit Com- 
mission has opened bids for the furnish- 
ing and erecting of structural steel for 
the electrical repair shop in the Coney 
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{sland yard for the Brooklyn-Manhattan 
Transit System. The enterprise when 
complete will represent an expenditure 
of approximately $8,000,000. 

eS 


_ Trade Notes 


Continental Railway Supply Com- 
pany, Chicago, IIl., has been organized, 
with headquarters in the Peoples Gas 
Building, Chicago, to handle the dis- 
tribution of a general line of railway 
truck and car specialties. This will in- 
clude continuous roller side bearings, 
Huntoon ball bearing center plates, 
elliptic and helical coil springs, double 
reversible sliding contact shoes and 
N. A. Petrie bus heating equipment. 
O. E. Quinton, formerly of the Burry 
Railway Supply Company, is president 
of the new company. ‘ 

Pittsburgh Testing Laboratory, Pitts- 
burgh, Pa., announces the occupancy of 
its new laboratories and office building 
on Stevenson Street at Locust, Pitts- 
burgh. 4 

Nic. Le Grand, Inc., Rock Island, IIL, 
has recently booked among other. busi- 
ness .the following orders for the 
“Sutherland Positive Safety Features”: 
Eighteen. equipments for converted 
cars for the Knoxville Power & Light 
Company; seven. equipments for the 
Illinois Power Company, Springfield, 
Ill., a repeat order; four equipments 
for the new cars for the Wisconsin Val- 
ley Electric Company, Wausau, Wis., 
and five equipments for the Dubuque 
Electric Company, Dubuque, Iowa, a 
repeat order. a” 


Fred J. Mershon, for many years ex- 
port sales manager of the Industrial 
Works, Bay City, Mich., has now taken 
entire charge of its Detroit branch 
office, located in the Book Building. 


J. D. Wallace & Company, Chicago, 
Ill., have moved into their new factory 
on South California Avenue. The new 
Wallace plant is a model of modern 
manufacturing practice. 4 


The National Ticket Company, Cleve- 
land, Ohio, has acquired full rights to 
manufacture and sell the combination 
cash fare receipt and hat check re 
cently adopted by the Indianapolis’ & 
Cincinnati Traction Company. A de 
scription of this ticket is published else 
where in this issue. 


New Advertising Literature 


Crouse-Hinds Company, Syracuse, N 
Y., has issued folder No. 10 on electri 
hand lanterns. 


Westinghouse Electric & Manufa 
turing Company, East Pittsburgh, 
has recently issued a sixteen-page 

“Westinghouse Pri 
cision Instruments” and devoted to t 
construction, operation and performan 
of precision voltmeters, ammeters 
wattmeters manufactured by that ¢ 
pany. The booklet, which is known 


mation for the connection, reading a 
adjustment of Westinghouse precis' 
instruments and for their applicat 
as standards for the calibration 
other instruments and meters. i 


